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THE NEW ENGLAND STEAMSHIP COMPANY 


1 @ Cents Bees ot. guly 9, 19ta. 


Otis Blevator Company, 
* llth Avenue & 26th Street, 
instead of 26 cents. .| © wna. 
" Dear Sirs: 
Replying to the inquiry as to the saving effected 


== T. 9 cents saved We Ane eperetien-nt ote alias Sheeees we would say that — 


two of these machines have been in ration on our docks for 


on each and every ton cous Bik sere Git ies Hang cee os clas 


little trouble for repairs. The cost of Power for our entire 
operation is only 14-100 of One vent pe> ton, 
Regerding the ssving, we would say that, our 
investigations show that previous to the instellation of 
Traffic M a n a g e Tr ~ all “S-phese machines, it cost us 26¢ per ton to handle our freight, 
Since the machines Were ‘installed, we fing thé cost has been §* 
reduced to as low ag 17¢ per ton, which we consider a very 


striving for economy in favorable showing; and, in addition to this, ‘we are able’ to 


bring our freight to car level, which we could not have acne 


freight handling — will Seiko rel ate ook palaiaeae 
find one way to that end — ye 
pointed out in the letter ©} =e 


reproduced here. 


OTIS INCLINED ELEVATOR 


If you can save any such a proportion of your present freight-handling 
costs—and there is nothing to prevent—can you afford to let a day pass. : 


without investigating the OTIS INCLINED. ELEVATOR ? 


Other information that will further enlighten you about ‘and interest you 
in the OTIS INCLINED ELEVATOR comes in our Booklet—write for 
the Booklet NOW. 


OTIS ELEVATOR COMPANY 


‘Eleventh Avenue and Twenty-sixth Street, NEW YORK 
600 West Jackson Boulevard, CHICAGO 
Offices in all Principal Cities of the’ World 
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TRAFFIC MANAGER 


Who Must Keep 
UP TO THE MINUTE 


ON 


Tariff Filings, Rejections, Suspensions, and the 
Other Most Important Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin 


LET 


Will Appeal 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The ivetione! laeeerel arene Losane. 
Object— this league 
te interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
—> Commerce Commission, state rau- 
<eeemeetone Stag pry ete 
Sompazies. in prome and sec 
better umderstanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
oS 1 tion where deemed neces- 
the modification of present 
laws mere ten ol harmful to the 
e of commerce; with the 
ealing and to 
rotect the com- 


mercial rtation interests 
Head ay Tacoma ee. 6 North 
™ La Salle St., Chicago 


Officers. 
Traffic Commissioner, Toledo Com- 
merce Club, Toledo, Ohio. 


3 Kea eccecnesveeceees. ViCe-President 

Com ner, ht and Traffic Di- 

vision Chamber of Commerce, Indian- 
aos Ind. 


soeeeee- BOCretary-Treasurer 
7, ue Gane Co., 836 South Michigan 


“Ave., eee 
David P. Chindblom......Asst. Secretary 
5 Nerth La Salle St., Chicago. 


pegptonat Implement and Vehicle atveeie” 


American Trust Bldg. dg., 5. Ohaciee ao 


National League of Commission Shits 
of the United Tie. John C. Scales, 
Pres., Chicago, Iil. S. French, Busi- 
ness aeeee 90 dweat Broadway, New 


seameseetenece’ Assocla- 
lds, Secy., Minneapolis. 

Sterling Weuisteotionedt 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, Il. W. Benson, President; H. 
H. Wood, Vice-President; W. J. 
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and Shippers’, 


leigh, Secy.-Treas.; W. BE. Long, Traffic 
Manager. 

The Memphis Freight Bureau. L R. 
Donelson, Pres.; . Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 
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Director, Chicago. 


TRAFFIC CLUBS 
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Brooklyn Traffic Club. Joseph Mills, 
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The Traffic Club “ Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 
The Transportation Club of genre. Ar- 
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The ONE thing that makes your letter a letter 


A letter is a letter, whether written on fine 
or poor stationery, provided the envelope, the 
container, is properly sealed. 


That is what makes it first-class matter and 
gives it the right of way in the postoffice. 


But quite apart from postoffice rules, would 
you wantto mail your letter if it were not 
properly sealed? 


If proper sealing is so important with just a 
sheet of paper, how much more vital is it 
with containers that hold many dollars’ worth 
of goods? 


That shippers recognize this is shown by the 
widespread use and rapid growth of the “Na- 


tional Way” among shippers and the cordial 
approval of our efforts by the carriers. 


To both, to the entire business world, we are 
daily saving much money, many troubles 
through the efficient, economical sealing 
methods and appliances we have devised. Our 


Free Service Bureau 


will be glad to give to anyone interested, and 
without charge, all the benefit of our years 
of experience in this hitherto neglected field, 
where modern methods are so necessary. 
Write for further information. 


National Binding Machine Co. 


Chicago 
827 Stock Exchange Bldg. 


New York 


260 West Street 


San Francisco 
Balboa Bldg. 


PACKAGE EFFICIENCY 


Make your goods help sell themselves by packing them in containers that will 
deliver them in the same perfect condition that they leave your factory. 


Satisfied Customers and In- 
creased Sales will be the result. 


Efficiency in packing is Not 
spelled by Cheapness. 


Will the containers carry the goods in perfect condition? Then consider the cost! 
Our selling force is trained in efficient packing and is at your service to help solve 


your packing troubles. 


aero 
E 
eo 
REAL 
e FICIENCY 


ARRIERS 
ND 
HIPPERS 
NDORSE 
——— TY 


HUMMEL & DOWNING CO., Milwaukee, Wis. 


OFFICES— Chicago, Detroit, Minneapolis and St. Louis 
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Barker Roll-Paper 
Typewriter Attachment 
UNEQUALED ro ae SSS Oe. 


As a Time and Labor Saver. 


Eliminates Errors and Insures Quick Service. 
Use of attachments furnished with orders for stationery. 
Write for particulars. 


UNITED AUTOGRAPHIC REGISTER CO., System Dept., wes sscicontsiva, Chicago, Il. 








A man’s mail Pie Ada / 
will reach him _# ae nr 
eee 


where no mortal 
can. 
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SE 

Newest and Biggest ie Lists oti. 
covering all classes of business, professions, trades 

Storage Warehouse ‘duals. ‘Send for our co 


or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 

Located in the heart of the business district, Ross-Gould, 512.N. 9th st, St. Louis 

has one million square feet of fire- 

proof storage space. 


Short hauls for teams of city customers 
and unexcelled shipping facilities. 












Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 


DO YOU NEED HELP 


IN MAKING 


_ Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 


Phone Canal 5740 


Rate Compilations? 


Tonnage Comparisons? 





Financial or Statistical 
TablesP 


LET US SERVE YOU 


Write or Telegraph for Estimates. 





REVOLVATOR 


Reg. U. S. Pat. Off. 


In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 


aie Special Service Department 


The Traffic Service Bureau 


Publishers of THE TRAFFIC WORLD 
508 Colorado Bidg., Washington, D. c. 


It will pay you to investigate this 
machine. Write for Bulletin TR 28, 
“*The Revolvator.” 


N. ¥. REVOLVING PORTABLE ELEVATOR CO. sthstrcmt, NG 
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The Pony Express 
of the 20th Century 


eG OG © Kang ik Ps Ome Deis, BO Pr 
HE special express train of to-day has been called 
the Pony Express of the 20th Century. And 
rightly, for the modern nine-car express-flyer occupies 
the same place in to-day’s transportation world that 
the dashing, quick-relaying Pony Express held in 1859. 
That place is the top. 

Nowhere in the world during 1859-60 was there 
such daring, speedy transportation of mail and package 
matter as American energy brought into being by the 
Pony Express. Missouri to San Francisco in ten days! 
Europe gasped. 


Nowhere in the world to-day is there such 
speedy, efficient package transportation service as the 
express companies on the North American continent 
now render. 


Special trains, special cars, special messengers— 
all are parts of Wells Fargo service. 


Speed Your Goods by Express 


Wells Fargo & Company 


Carriers to all Parts of the World 


Asa Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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TRANSCONTINENTAL FREIGHT RATES 


No more interesting case probably has ever been 
presented to the Interstate Commerce Commission 
than the one, evidence on which has been heard 
before an examiner in Chicago this week, in which 
the rail carriers seek further relief from the Com- 
mission’s fourth section order in what is known 
as the intermountain rate case. The case is in- 
teresting not alone because of the technical and 
complicated traffic questions involved, but because 
of the facts that have developed in regard to the 
changes in conditions brought about by the open- 
ing of the Panama Canal and because of the fact 
that at a time when the railroads are generally 
seeking increases in both passenger and freight 
rates, they are appearing in this case to ask for 
permission to make radical reductions. 

In a nutshell, the rail carriers are asking per- 
mission to reduce transcontinental rates on certain 
heavy commodities that move in large volume by 
sea, in order to meet ocean competition to the 
Pacific Coast. Their figures show surprising in- 
roads by the ocean carriers into their business and 
a shifting of traffic conditions that will end no one 
can tell where, if the rail carriers are not permitted 
to make the reductions they ask. As one result of 
the opening of the canal the ocean carriers have, 
as indicated by September figures presented by the 
railroads, just about doubled their tonnage from 
the Atlantic Seaboard to the Pacific Coast. They 
have done this largely through much lower rates 
than those of the rail carriers and their own former 
rates, and partly, of course, through increased sail- 
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ings and otherwise expedited and more efficient 
service. They have reached even as far west as 
Chicago for business, taking this tonnage from the 
railroads, hauling it by rail to New York and then 
by sea through the canal to Pacific Coast ports for 
distribution in the West. With this change in 
method of shipment is coming, it was pointed out, 
a transference in the source of supply from the 
middle West to the East, one concern, for instance, 
which has plants in Milwaukee and New Jersey, 
making its western shipments now from New Jer- 
sey by water, instead of as formerly from Mil- 
waukee by rail. 

Now the carriers are asking permission to make 
rates to the Pacific Coast that will meet this com- 
petition. The principal objection comes from in- 
termediate or intermountain points, the argument 
being that they should also have the benefit of 
reductions made on this traffic. The question has 
many ramifications and there are many interests 
involved. It is not, therefore, to be settled off- 
hand. But assuming that the figures offered by 
the railroads showing their loss of business to the 
ocean carriers are correct, and assuming also that 
the present rates to intermediate points are fair in 
themselves, we should like to ask what good argu- 
ment can be made against the general proposition 
that the railroads be permitted to make their rates 
to the coast low enough to hold a fair proportion 
of the business that is being taken over by the 
water carriers? Of course, we can understand how 
the intermediate points would wish to get any ad- 
vantage possible from a lowering of rates to the 
coast, for that is human nature. But the dog in 
the manger has never been accused of not having 
been endowed with an almost human nature, and 
what one wishes is not always what he may prop- 
erly and fairly ask. It would seem to us that if 
the roads must lower their rates to the coast in 
order to hold this business and they can see a profit 
in so doing, and wish to do it, they should be per- 
mitted to do it. As one of the witnesses well ex- 
pressed it, it can make no difference to the man at 
Reno, for instance, whether freight is shipped to 
the coast by rail or by water, and it will certainly 
go by water if the rail carriers are not permitted 
to make competitive rates. The ocean, not the rail- 
roads, is making the rates, and, as the witness ex- 
pressed it, “to permit us to meet this competition 
will help us and will not hurt you.” 

There is another phase of the situation. The 
loss of this tonnage, even at greatly reduced rates, 
means much to the railroads, so they assert. By 
reason of the movement of certain commodities, 
such as fruit and lumber, from west to east, the 
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“out of pocket” cost to them of return movement 
west is comparatively small. This movement is 
about to be lost to them, in great degree at least. 
At this time, when practically everybody admits 
the affairs of the railroads are in more or less pre- 
carious state and their revenues are being minis- 
tered to by every theorist and vendor of nostrums, 
why should they not have this relief which they 
have asked themselves and which, it would seem, 
could not prove to be a burden to anybody in any 
important or general sense? The evidence offered 
by the railroads as to their loss of business can 
probably not be successfully disputed, and it will 
take much and skillful argument to overcome their 
plea based on this evidence. 


FEDERAL AND STATE REGULATION 


With the development into practice of the idea 
of government regulation—especially regulation of 
rates—by commission, there is increasing reason 
why legislative bodies should cease to exercise their 
constitutional power to make rates and in states 
where there are commissions should repeal the rate 
laws already enacted. It has always seemed more 
or less absurd to make the price of a railroad ticket 
or the freight rate on a specific commodity a part 
of the sovereign law, but before the day of com- 
missions this was perhaps necessary. It is not 
necessary any longer, at least in states where there 
are commissions. It is not only unnecessary, but 
it is the cause of complications and a hindrance to 
wise and just settlement of rate problems. 

A case in point is the proposal of the railroads 
to increase by a quarter of a cent a mile the price 
of passenger mileage books. The increased rate 
is already in effect in interstate traffic, and if it is 
proper should be in effect also in intrastate traffic. 
No doubt it would be permitted to go into effect 
in many states if it were not for the laws on the 
statute books restricting the price that may be 
charged for passenger fare. Until these laws are 
repealed or perhaps held of no force against the 
action of a railroad commission, there can be little 
hope of a general adjustment of passenger fares on 
an increased basis. Even if the carriers had noth- 
ing but commissions with which to deal, their task 
would not be easy, for commissions will differ in 
judgment and are subject at times to political con- 
siderations. But to deal with a legislature on any 
satisfactory basis is generally impossible and al- 
ways difficult. Politics always comes first with 
them and to get a passenger fare increased by go- 
ing to a state legislature would be an achievement. 
Things like that have been done, though the occa- 
sions are becoming less frequent, and even in times 
past they were expensive. But with a commission 
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there can be some hope of having a question like 
this dealt with fairly and sensibly. 3 

Without some general acceptance by the various 
states of the plan of the railroads to increase mile- 
age rates, we can see little good that can result 
to them from the assent of the Interstate Com- 
merce Commission to the increased rates on inter- 
state travel. The roads were forced to a two-cent 
interstate passenger rate, not by any ruling of the 
federal commission, but by the two-cent fare laws 
of the sovereign states. There were so many of 
them with this limitation on the price of a railroad 
ticket and there were consequently so many ways 
of avoiding paying the higher rate on through 
travel that the railroads gave up. There may have 
been more than disgust in their motive for quit- 
ting, but that one was sufficient at any rate. Now 
the same performance is likely to be repeated as 
to this quarter of a cent increase on mileage books. 
Assuming that it is a proper charge—and the Inter- 
state Commerce Commission has tacitly assented 
to this view—it is to fail in its effect, at least in 
large part, because the legislatures in various states 
have said there shall be no higher passenger rate 
than two cents a mile. 

If this situation cannot be remedied in any other 
way, we would suggest to the railroads that they 
not only make a charge for carrying baggage, 
which would greatly increase their revenue, but 
that they make a charge for checking baggage. 
This would not only add to their revenue directly, 
but in its indirect effect would enable them to 
profit by the quarter of a cent increase permitted 
on interstate travel. A passenger would not as 
often get off the train at the state line and wait 
for the next one in order to get the benefit of the 
lower fare if he had to pay a fee for having his 
baggage checked every time he took it off one 
train and put in on another. Every passenger, of 
course, does not carry baggage in the baggage car, 
and everyone who does would not be willing to wait 
between trains, even if there were no charge, but 
such a plan might help somewhat anyway. 

We hope some day to see this entire matter of 
intrastate railroad rates in the hands of competent 
and fair state commissions, working in harmony 
with the Federal commission, to the end that there 
shall be some general and well-defined policy over 
the entire land. There is now not only a lack of 
harmony between federal and state regulation, but 
there is too much actual conflict. 


RATE INCREASE DENIED. 

The application of the railroads of Hlinois for leave 
to increase the rate 5 per cent on intrastate grain ship- 
ments was denied October 8 by the Illinois public utilities 
commission. 
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CURRENT TOPICS IN WASHINGTON 


An Excuse to Stay in Washington.— 
It is barely possible that Congress will 
take up some of the legislation per- 
taining to the regulation of railroads 
that has heretofore’been placed in the 
pigeonhole marked “Next session.” 
Southern members are literally afraid 
to go home. They want to stay here. 
The longing they had to see their 
constituents has 00zed out. 

Literally millions of cotton farmers 
have been carried off their feet by the proposal first 
made by Mr. Henry of Texas, and imitated by several 
others, for the valorization of the cotton crop, which 
is to be accomplished by the issuance of $500,000 worth 
of unsecured paper money. That money is to be loaned 
to the banks, deposited as government funds, as the 
bill is phrased, and loaned to the farmers at 3 per cent, 
so they can pay off debts drawing 8 and 10 per cent. 
Southern members know they could not hope to pass 
such a bill without extending its terms to everything, 
the price of which has been lowered by the inability of 
Europe to consume it while the war is going on. They 
also know that if it were passed the end would be ruin. 
But they do not feel able to convince their constituents, 
between now and election day, that no such measure 
should be passed. They prefer to remain here to going 
ome and being heckled by constituents who have read 
the ignorant and demagogic utterances of some of their 
colleagues. But they cannot remain here without an 
excuse. It is always supposed to be popular to add 
something to the list of agents of torture for railroads. 
There are plenty of bills of that kind pending in both 
houses of Congress. Any one could be taken up and used 
as a shield against the importunities of the distraught 
cotton farmer, hence the suggestion that something may 
be taken out of the “Next session” pigeonhole and made 
to do duty in passing the time away. 











Charge for Carrying Baggage.—The suggestion that 
the railroads might improve their revenues by making 
a charge for baggage is much more discussed away from 
than in Washington. Americans who have traveled much 
in Europe are not at all enthusiastic about it even if 
they never carry more than a suitcase and a little bag. 
European passenger coaches, by reason of the “pay for 
your baggage” rule, are always crowded with “hand bag- 
gage,” nine-tenths of which should be in the baggage cars. 
Reduction of the free weight limit might be better than 
the other suggetsion, is a view often expressed here. A 
good deal of revenue might be diverted to the express 
companies and even the parcel post, if the rules were not 
carefully drawn. That would be the quintessence of 
irony, because the railroads now stand considerable loss 
on the parcel post business. 





Commission as a Maker of Prosperity.—With all the 
definiteness that words can convey, but without the au- 
thority of a direct quotation of any Commissioner, it may 
be announced that, in their discussions Commissioners 
ask themselves if the Commission is to be held to be 
the maker of prosperity of the railroads in advance of it 
having any control over the issuance of securities. It 
may also be said that if the answer is in the affirmative, 
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in any responsible quarter, then those so contending will 
be expected to come before the Commission and point 
to the part of the law in which Congress has committed 
anything of that kind of a duty to the Commission. As 
a matter of policy, Congress might pass any sort of a 
bill, which, in the judgment of its members would make 
for the desired prosperity, even, as under the power to 
lay taxes, it has, sometimes, arranged customs tariffs 
with a view to giving Americans an advantage over for- 
eigners. But it is pointed out that the contest in a rate 
fight is decided under the clause of the constitution that 
gives Congress the power to regulate commerce between 
the states, which is hedged about by that other part of 
the constitution which forbids what is commonly called 
confiscation, the taking of private property. A man who 
lives by shipping goods has no right to go into court to 
prevent ruin of his business by unreasonable rates. The 
Commission acts for him and, if in making prosperity, it 
is pointed out, it drives a man out of business he has no 
remedy. 





Withdrawal of Free Services.—According to reports 
here, big shippers in Chicago and elsewhere have been 
seriously debating what position they will take with re- 
gard to the withdrawal of so-called free services and the 
imposition of charges for others, as, for instance, the 
increase in demurrage charges on refrigerator cars, the 
exaction of a service charge for private cars cancellation 
of tunel and lighterage absorption. None of them expects 
to pay the increased cost. The only question they are 
considering is whether passing the higher cost on to the 
buyer of the goods will result in such a reduction of the 
volume of business as to make it worth while to fight 
the flood, as they call the move, of increases and new 
charges. If they fight it will be because they think there 
would be a diminished volume of business. 





Rates and Anti-Trust Law.—It may not be seemly to 
laugh at the United States Senate, but men who have 
been long in touch with regulation of rates simply can- 
not keep back the smiles when they note the fierce scraps 
between senators over the conference report on the 
Clayton anti-trust bill. The senators who have criticized 
the drawing of the teeth from that measure also voted 
for the federal trade commission bill the essential idea 
in which is the making of a rule that will prevent unfair 
competition, which, if unrestrained, will result in mo- 
nopoly. The essential idea in the Sherman and Clayton 
anti-trust measures is that any and all acts tending to 
bring men engaged in the same line of business into 
harmonious action are against good public policy and 
should be punished, by terms in the penitentiary, to the 
end that competition, unrestrained, may go on in the 
natural way, which is to continue until there is no more 
competition. Ever since the Interstate Commerce Com- 
mission has been three years old it has had to ignore 
the Sherman anti-trust law. About every order it makes 
requires supposedly competing lines to observe the same 
rules, rates, practices and regulations; that is, to have an 
understanding, a combination, such as restrain competi- 
tion between them, thereby bringing about open and 
notorious disregard of the younger statute, which, if 
strictly enforced, would put out of business every rate 
association and compel carriers to make rates without 
consultation with each other. Congress’ sense of humor 
carries with it the minus sign all the time. 

A. E. H. 
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Decisions of Interstate Commerce Commission 


STARCH AND OTHER CORN PRODUCTS 


CASE NO. 4923 (31 I. C. C., 587-608) 


DOUGLAS & CO. VS. ILLINOIS CENTRAL RAILROAD 
CO. ET AL. 


Submitted May 20, 1913. Decided July 2, 1914. 

1. Denial to complainant of the privilege of milling corn into 
starch under a transit rate, the right being now granted 
to other industries at Cedar Rapids and elsewhere to mill 
corn into other uncooked corn products, does not subject 
complainant to unjust discrimination under Section 2 of the 
Act, nor to undue prejudice under Section 3. 

2. Present rates on starch from Cedar Rapids to St. Paul, Min- 
neapolis, Duluth and St. Louis found unreasonable to the 
extent that they exceed the rates prescribed in the report. 

Rates on starch from Cedar Rapids to destinations in Kansas 
and Oklahoma not found unreasonable; but all-rail starch 
rates from Cedar Rapids to Texas common points and to 
Galveston and Houston found unreasonable to the extent 
that they exceed the starch rates from Keokuk to such 
Texas points, 

4. Starch rates from Cedar Rapids to points in Arizona and New 
‘Mexico, California terminals and north Pacific coast desti- 
nations not found unreasonable. 

5. Present rates on starch from Cedar Rapids and Ohio River 
crossings to southeastern and Mississippi valley destinations 
are not unreasonable and do not subject complainant to any 
unjust discrimination. 

6. Complainant’s contention that the application of varying car- 
load minimum weights on starch, applying on traffic to 
southeastern territory where the rates break on the Ohio 
River, are unjust and unreasonable, not sustained. 

Present rates on corn oil from Cedar Rapids to Chicago, 
Peoria, St. Louis, St. Paul and Winona found unreasonable 
to the extent that they exceed those prescribed in the re- 
port; but no change ordered in the corn-oil rates from 
Cedar Rapids to Omaha and Kansas City. 

8. Reparation to be awarded on furnishing proper proof. 


Charles A. Clark, William E. Lamb and Cornelius 
Lynde for complainant. 

A. P. Humburg and R. V. Fletcher for Illinois Cen- 
tral Railroad Co. and Yazoo & Mississippi Valley Rail- 
road Co. 

R. Walton Moore and George Butler for Central of 
Georgia’ Railway Co., Atlantic Coast Line Railroad Co. 
and other carriers in southeastern territory. 

W. F. Dickinson for Chicago, Rock Island & Pacific 
Railway Co.; Chicago, Rock Island & Gulf Railway Co., 
and Trinity & Brazos Valley Railway Co. 

C. C. Wright and R. H. Widdicombe for Chicago & 
Northwestern Railway Co. 

O. W. Dynes for Chicago, 
Railway Co. 

W. A. Northcutt for Louisville &. Nashville Rail- 
road Co. 

James L. Coleman and D. L. 
Topeka & Santa Fe Railway Co. 

H. A. Scandrett, C. W. Owens and James G. Wilson 
for Southern Pacific Co. and affiliated lines. 

J. W. Allen for Missouri, Kansas & Texas Rail- 
way Co, 

EK. N. Clark, C. C. Wright and Robert H. Widdi- 
combe for Denver & Rio Grande Railroad Co. 


us 


Milwaukee & St. Paul 


Meyers for Atchison, 


Report of the Commission. 


HARLAN, Chairman: 


The complainant has heretofore made complaint of 


the alleged disadvantages to which it is subjected in 
shipping corn to its plant in Cedar Rapids, in the state 
of Iowa, and forwarding the product therefrom to inter- 
state destinations; but there are here presented, as the 
complainant asserts, new conditions and new questions 
which were not before us or were not considered in our 
previous reports, 16 I. C. C., 232 [The Traffic World, 
May 22, 1909, p. 689]; 21 I. C. C., 97 [The Traffic World, 
June 17, 1911, p. 1075], and 21 1. C. C., 541 [The Traffic 
World, Nov. 18, 1911, p. 846]. On a very full record 
the following contentions are now presented: 

1. That the denial to the complainant of the privi- 
lege of milling corn into starch under a transit rate, 
the right being now granted to other industries at Cedar 
Rapids and elsewhere to mill corn into other uncooked 
corn products, subjects the complainant to an unjust 
discrimination in violation of sections 2 and 3 of the act. 

2. That the maintenance of higher rates on starch 
to all destinations north, south and west of Cedar 
Rapids than the defendants contemporaneously charge 
on other products of corn to the same destinations is 
in violation of section 2 of the act. 

3. That the rates charged the complainant are 
unreasonable and unduly discriminatory as applied to 
the movement of starch from Cedar Rapids to St. Louis; 
to points in the Mississippi Valley and in southeastern 
territories, and in Arkansas and Louisiana; to Ohio 
River crossings; to points in the states of Kansas, Mis- 
souri, Nebraska, Oklahoma and Texas; to stations in 
the states of Arizona and New Mexico; to California 
and north Pacific coast terminals; to Minneapolis, St. 
Paul and Duluth; from Ohio River crossings, St. Louis 
and East St. Louis to destinations in southeastern ter- 
ritory, and from St. Louis and East St. Louis to points 
in the Mississippi Valley territory and to the states of 
Arkansas and Louisiana. The through rates to the 
Southeast and the factors of which they are made are 
severally asasiled. 

4. An attack is made on the reasonableness and 
unjustly discriminatory character of the rates applied 
to corn oil, a by-product of the complainant’s plant, 
from Cedar Rapids to Chicago, Milwaukee, St. Louis, 
St. Paul, Minneapolis, Duluth, Kansas City and Omaha, 
and points taking the same rates as those destinations, 
or based thereon. 

5. The complainant alleges that the application of 
varying carload minimum weights on starch where the 
rates are made upon a combination is unjust and unrea- 
sonable, and also in violation of section 7 of the act. 
In this connection special emphasis is placed on the 
minimum weights north and south of the river cross- 


ings applying on traffic to southeastern territory, where 
the rates break on the Ohio River. 
6. The complainant alleges unreasonable and dis- 
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criminatory rates on corn to Cedar Rapids from South 
Dakota and Missouri River points by the lines of the 
Chicago & Northwestern and the Chicago, Milwaukee & 
St. Paul; but before the hearings the former carrier 
had revised its tariffs to a basis considered reasonable 
by the complainant, and it is understood that the St. 
Paul has made a similar revision. This feature of the 
case, therefore, needs no further consideration. 

The prayer of the complainant is for the establish- 
ment of just and reasonable rates by the restoration of 
the transit privileges formerly enjoyed by the com- 
plainant, and also by the reduction of the inbound rates 
on corn and the outbound rates on starch; but as the 
completed, record is made, the inbound rates on corn are 
not under attack. Reparation is also asked. 

The facts as now presented differ in some respects 
from those appearing in our previous reports, but the 
complainant again bases its expectation of relief on the 
re-establishment of transit privileges on corn milled 
into starch at Cedar Rapids. 

In 1903 Douglas & Co. erected a large plant at 
Cedar Rapids for the manufacture of starch from corn. 
Its present capacity is from 9,000 to 10,000 bushels of 
corn each day, but the actual amount used does not 
differ materially from that used at the time of the 
previous report, and approximates 5,000 bushels per 
day. The principal product is starch, and the by-prod- 
ucts are gluten, corn oil and germ oil meal. The com- 
plainant’s raw material consists of all grades of corn, 
but with reference to color the mixed grade predomi- 
nates. Most of this corn is gathered from stations in 
Iowa, but since the farmers of that state are raising 
yellow corn to the exclusion of the white, some of the 
latter is procured at Missouri River points and in South 
Dakota and Nebraska. It is of record, however, that 
over 90 per cent of the complainant’s corn is purchased 
within 100 miles of Cedar Rapids and is moved to the 
mill under the distance tariffs of the state of Iowa at 
rates ranging from 5 to 7 cents per 100 pounds. The 
starch is sold in all parts of the United States and is 
at times exported. 

There are other milling industries in Cedar Rapids 
that purchase corn in the same territory from which 
the complainant secures its supply, namely, the Quaker 
Oats Co. and the Cedar Rapids Cereal Co. The corn 
products of the former company are corn meal, corn 
flour, feed and brewers’ grits. The chief competitor 
of the complainant in the manufacture of starch is the 
Corn Products Refining Co., operating starch plants at 
Pekin, Argo and Waukegan, Ill., and Oswego, N. Y., 
and Edgewater, N. J. The plants at Argo and Waukegan 
also manufacture’ glucose. Other starch plants are 
located at Roby, Ind., Keokuk, Ia., and Decatur, III. 


Previous and Present Proceedings Differentiated. 

In the early history of the complainant’s plant the 
carriers serving Cedar Rapids granted a _ milling-in- 
transit privilege on corn manufactured into starch, as 
they did also on other uncooked products of corn; but 
in 1908 starch was removed from the list of corn prod- 
ucts enjoying the transit privilege to destinations north, 
south and west of Cedar Rapids. This action by the 
carriers was the occasion of the first protest by the 
complainant. We found that substantially the same 
transit privilege as was denied at Cedar Rapids on corn 
from which starch was produced, was accorded to indus- 
tries at Keokuk and Pekin, whose product was starch; 
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and we directed the carriers to remove the discrimina- 
tion, which they did by re-establishing the transit privi- 
lege at Cedar Rapids, 16 I. C. C., 232. Subsequently, 
the transit privilege was removed at Keokuk, Pekin and 
Cedar Rapids, and upon a supplemental complaint, 21 
I. C. C., 97, we found that the conditions were sub- 
stantially dissimilar from those presented for our con- 
sideration in the first case. We therefore permitted 
the continuance of the revised tariffs. In neither of 
those caSes, nor on a petition for rehearing, 21 I. C. C., 
5“1, was a recora Made on the issue of the reasonable- 
hess per se of any of the rates applied to the move- 
ment either of corn to Cedar Rapids or of starch from 
that point to destination. The case, as presented to us, 
was based entirely on the question of discrimination. 

We are now requested to pass upon the reasonable- 
ness of the rates on starch to the territories heretofore 
defined, but the chief contention of the complainant, as 
heretofore stated, is for the re-establishment of the 
transit privilege. It is argued that it is a violation of 
sections 2 and 3 of the act for the carriers to permit 
the milling of corn at Cedar Rapids into other uncooked 
products of that grain while denying the privilege under 
transit rates when the product of the corn is starch; 
and that the maintenance by the defendants of higher 
rates on starch to all points of destination in the ter- 
ritories named than they contemporaneously maintain 
on other corn products between the same points con- 
stitutes a violation of section 2 of the act. The record 
shows that the rates on other products of grain from 
the point of milling to destination are often the same 
as those applied to the movement of the grain from 
which the product is milled, whereas the rates on starch 
are on a substantially higher level than on corn. 


Processes Employed in Production of Starch and Other 
Corn Products. 


In producing starch at the complainant’s plant the 
corn is first put in a sulphurous acid steep, and a sepa- 
ration of the germ is then effected by milling. The 
bran is removed by a process of washing over shakers, 
and what remains is a solution of starch and gluten. 
This solution is passed over inclines and the starch 
settles while the gluten flows off. The starch is then 
kiln-dried and prepared for market. It is contended, 
therefore, that starch is not a manufacturer article, but 
is an element in the corn which is separated from ‘the 
other elements by the process described, and differs 
from the so-called corn products of the tariffs only in 
that the latter are produced by dry milling as opposed 
to the wet process used by the complainant in making 
starch. 

In milling corn to produce the products of the 
Quaker Oats Co. the shelled corn is first subjected 
to a mechanical process to remove the germ, and is 
then passed through several succeeding sets of rolls 
or grinders, after which it is screened to separate the 
different sizes. Different. designations are given to the 
various sizes, as hominy, grits, corn meal, etc. The 
finest product of the grinding and separations is known 
as corn flour and is used principally as a sausage filler 
and for dusting bakers’ pans. Ordinarily corn flour is 
a by-product resulting from the grinding of corn for 
other purposes, and the record shows that the amount 
moved in transportation is small. Corn flour contains 
a little more gluten than starch, but it is said that the 
latter cannot be distinguished from corn flour by any 
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difference in its appearance, and that, in fact, the two 
commodities are sometimes used for the same purposes. 
Starch is said to come in competition with corn flour, 
potato flour and rice flour, and there is also some evi- 
dence that it competes with brewers’ grits. Of the 
various forms of starch, that known as pearl starch is 
used largely in the textile trade and by paper manu- 
facturers. Powdered starch is the pulverized pearl 
grade, and is used by baking powder manufacturers, 
chemical works and in face powders. Corn starch in 
the powdered form is used also for various baking pur- 
poses and in the making of confectionery. The record 
shows that in actual analysis there is no difference in 
the starches, and all are edible. 


Alleged Violation of Section 2. 


In our first report herein, 16 I. C. C., 232, we said, 
at page 244: 


There is, of course, a limit to the products which can rea- 
sonably be included in the list of those which will be transport- 
ed at the raw-material rate, either with or without a transit 
privilege. It might be reasonable to withhold transit privilege 
from a product that is essentially different from the raw ma- 
terial and from the other products of the same raw material 
which are accorded transit rates, as, for example, a liquid prod- 
uct of grain; but it is clearly discriminatory to single out one 
or more of several milled products of grain and withhold from 
it or them transit privilege which is granted at that or some 
other competitive point to other milled products of grain of 
substantially similar character, value and packing, and which 
are transported under substantially the same conditions, at- 
tended by substantially equal risks, where there is competition 
between the millers of the grain either in marketing their prod- 
uct or in securing their material for milling. 


In our subsequent reports we found from the rec- 
ord that there was no competition between the com- 
plainant and millers of grain who enjoyed the transit 
privilege, either in marketing their product or in secur- 
ing their material for milling. It is shown here, as in 
the previous proceedings, that there is no substantial 
competition between starch manufactured by the com- 
plainant and the corn products of other industries located 
at Cedar Rapids which have the benefit of a milling-in- 
transit privilege. Sporadic instances are shown of com- 
petition between corn flour and starch and between 
brewers’ grits and starch, but it is the contention of 
the complainant that, irrespective of commercial com- 
petition, section 2 of the act applies to this case. That 
section is as follows: 


That if any common carrier subject to the provisions of this 
act shall, directly or indirectly, by any specia! rate,. rebate, 
drawback, or other device, charge, demand, collect, or re- 
ceive from any person or persons a greater or less compensa- 
tion for any service rendered, or to be rendered, in the trans- 
portation of passengers or property, subject to the provisions of 
this act, than it charges, demands. collects or receives from 
any other person or persons for doing for him or them a like 
and contemporaneous service in the transportation of a like kind 
of traffic under substantially similar circumstances and condi- 
tions, such common carrier shall be deemed guilty of unjust dis- 
erimination, which is hereby prohibited. and declared to be 


unlawful. 
In support of its contentions, the complainant cites 


Wight vs. U. S., 167 U. S., 518, in which it is held that 
the phrase “under substantially similar circumstances 
and conditions” refers to matters of carriage and does 
not include competition, and this view is reaffirmed in 
Interstate Commerce Commission vs. B. & O. R. R. Co., 
225 U. S., 326. But the defendants maintain that even 
under the terms of section 2 it is necessary, in order 
to establish discrimination, that there be an advantage 
to one shipper and a corresponding disadvantage to 
another; and they rely on the statement of the com- 
plainant’s witnesses that the removal of the milling-in- 
transit privilege enjoyed by the Quaker Oats Co. would 
not inure to the benefit of Douglas & Co. To this con- 
tention we are not able to give approval. The discrimi- 
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nation defined in section 2 may arise as between ship- 
pers of like kinds of traffic under substantially similar 
circumstaltces and conditions. The question presented 
to us, therefore, is whether corn milled into starch is 
such like traffic with corn milled into other uncooked 
products thereof as to bring this rate relationship with- 
in the terms of that section. The complainant contends 
that the transit privilege is given on corn in both cases, 
and that unless there is a substantially different prod- 
uct resulting both should be transported to the same 
destination from the same originating point of the corn 
for a like aggregate charge. As has been said hereto- 
fore, the removal of the transit privilege frum the com- 
plainant’s traffic has resulted in an increase in its aggre- 
gate freight charges of from 14 to 100 per cent. 


This question has not been before us previously in 
the same form. In the Matter of Restricted Rates, 20 
I. C. C., 426 [The Traffic World, April 1, 1911, p. 547], 
involved an interpretation of section 2 as the result of 
the attempt of carriers to assess a charge for the trans- 
portation of coal when intended for commercial use 
that differed from the charge when the coal was shipped 
for railroad use. We held in that case, as in several 
Others, that under section 2 carriers may not maintain 
a rate differential based upon the use to which the 
commodity is to be put. The contention of the com- 
plainant here is that the milling-in-transit privilege, if 
accorded on corn at all, should be accorded on all corn, 
whether milled into starch, meal, flour or any other 
uncooked product; and that there is a discrimination 
in this case because of the different rates charged with 
relation to the product of the corn and the use to which 
the product is put. We cannot give assent to this in- 
terpretation of the section. There is before us here 
the whole transportation, and because there is shown 
an identity of commodity at the point of origin it does 
not follow that there is an identity of the elements of 
carriage to destination when the raw material is milled 
into different products. It may be that two commodities 
not identical may be of such substantially like char- 
acter as to fall within the terms of section 2, but such 
is not the case here. The complainant insists that the 
term “corn products,” as defined in the tariffs, includes 
all such products of corn as are not in a liquid form 
or have not undergone chemical change in the course 
of manufacture. 

It is admitted that glucose and whisky, for example, 
cannot properly be included as corn products, but the 
contention is that the process under which starch is 
made, as hereinbefore described, is not such a refine- 
ment of manufacture as to take it out of the corn prod- 
ucts list without effecting a discrimination under sec- 
tion 2. A chemist of large experience in the trade has 
testified on behalf of the complainant as to the similarity 
between starch and the other products of corn, both in 
chemical analysis and in appearance. The only element 
to be considered under section 2, however, is that of 
carriage, and it appears conclusively that starch is 2 
more expensive product and that its market price is 
much greater than that of the corn flour which it. is 
said to resemble. While the process under which it is 
made does not result in a chemical change, it is shown 
to be a very much more elaborate form of manufacture. 
It is shown, also, that there is a distinction in the grade 
of corn used by the Quaker Oats Co. from that which 
the complainant requires in its manufacturing processes, 
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are unjust and unreasonable per se. 
crimination now exists as a result of the rates charged com- 
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in that the former must have dry corn, whereas the 
element of moisture is not important when the corn 
is manufactured into starch by the wet process employed 
‘by the complainant. It is worthy of note that in most 
instances corn flour, which is the product relied upon 
by the complainant as a like traffic with starch, is but 
a by-product of the Quaker Oats Co. 

Upon a full consideration of this matter we are of 
the opinion that starch does not constitute such like 
kind of traffic with corn meal, hominy, grits, brewers’ 
grits, corn flour and other uncooked product of corn as 
is contemplated under section 2 of the act, and that 
‘under this section no discrimination has been shown 
because of the withholding of the transit privilege from 
corn milled into starch. 

It is not necessary here to enlarge upon what has 
been said in the three previous reports of the Commis- 
sion relative to the question of discrimination under 
section 3. It is shown conclusively that there is no 
substantial competition between the product of the com- 
plainant’s plant and those of the Quaker Oats Co. and 
other manufacturers of corn products located at Cedar 
Rapids and elsewhere in the state of Iowa; and it is 
well settled that a discrimination under section 3 may 
be established only by showing an advantage to one 
shipper and a contemporaneous disadvantage to another. 
No such case is made here. 

In our prior report herein denying the complainant’s 
%>\wer , for rehearing, 21 I. C. C., 541, we said, at 


t’ may be that some of the rates now charged complainant 
It may be that unjust dis- 


plainant and those charged its competitors. * * * If com- 
plainant feels that any rate or rates charged it are unreasonable 
or unjustly discriminatory it has recourse in a proper proceed- 
ing attacking that rate or those rates. 


The complainant has here placed in issue the reason- 
ableness of the rates on starch from Cedar Rapids to 
various destinations north, south and west thereof, and 
we come now to a consideration of the rates themselves. 


Rates to Minneapolis, St. Paul and Duluth. 


The rate on starch from Cedar Rapids to St. Paul 
is 15 cents per 100 pounds, and that rate applies also 
from the other starch-producing plants in Iowa and 
Illinois and from Roby, Ind. Cedar Rapids is 256 miles 
from St. Paul and approximately from 118 to 241 miles 
nearer the consuming market than its nearest competitors. 
The complainant contends that a readjustment should 
be made in the rates which would afford to Cedar Rapids 
the benefit of its location with respect to the relative 
distances both from the Missouri River and St. Paul. 
It is asserted by the carriers, on the other hand, that 
the complainant, by reason of its proximity to the corn- 
fields of Iowa, where the greater part of its supply is 
obtained, has an advantage over its competitors in 
marketing starch at St. Paul in the amount of the dif- 
ference between the rate on the corn to Cedar Rapids 
and the rate on that commodity from the same point 
of origin to the other starch plants. This is assuming, 
of course, that the complainant’s competitors are limited 
in the territory from which they may secure their raw 
material to the same points of production from whicn 
Cedar Rapids draws its supply. Although the record 
does not disclose the actual points from which the 
different plants in Illinois purchase their grain, yet it 
is reasonable to assume that a very material portion of 
it originates in that state, and, if so, the distances over 
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which it is transported will not greatly exceed the dis- 
tances of the Iowa stations from Cedar Rapids. The 
state of Illinois is as great a producer of corn as Iowa, 
the production for the year 1912 in Illinois being 428,- 
452,000 bushels and in Iowa 432,021,000 bushels. Passing over 
that feature, however, which is not clearly brought out 
of record, the defendants justify the present rate adjus. 
ment on the ground that, inasmuch as Cedar Rapids is 
upon a parity with the other plants in marketing starch 
in the East through the operation of an eastbound tran- 
sit arrangement, those plants should also be on a parity 
with Cedar Rapids in marketing starch at. St. Paul 
manufactured from corn purchased -at the Missouri 
River. 

A manufacturing enterprise is unquestionably en- 
titled to whatever advantages it may possess by way of 
geographical location and proximity to the sources of 
supply of its raw material and the markets for its prod- 
ucts. This fact has been recognized by us frequently 
in the past, and reference may here be made to certain 
cases in which it has been emphasized: 


The Commission does not, by a fixing of 
overcome advantages which one producer or 
in his geographical location and to produce 
competitors in all markets. 
41. C. C. Gi. 

Manufacturing industries should not be deprived through a 
carrier’s adjustment of relative rates of advantages resulting 
from their favorable location, in respect of cost of raw ma- 
terial supplied from a common source or distance to the com- 
mon market for the finished product. James & Abbott vs. 
CP. Ce... tL. c Se ; 

Carriers have no right to disregard distance and natural ad- 
vantages for the purpose of bringing about commercial equal- 
ity. Commercial Club of Omaha vs. C., R. I. & P. Ry. Co., 
‘3. ¢..-. ae 3 


It appears that the rate on starch from Peoria, 
Pekin, Keokuk and Chicago rate points to St. Paul is 
the same as the rate on other products of corn, whereas 
the rate from Cedar Rapids to St. Paul is 2% cents 
higher than the corn products rate. It is the exception, 
rather than the rule, to accord to starch the same rates 
as are applied to other corn products, and the applica- 
tion of this exception to the product of the complain- 
ant’s competitors, while denying it to the complainant, 
minimizes to that extent the natural advantages which 
otherwise would be enjoyed by the Cedar Rapids plant. 
The defendants by this means have unjustly sought to 
deprive the complainant of the advantage of proximity 
to the St. Paul market. To apply the corn-products rate 
of 12% cents per 100 pounds to the movement of starch 
from Cedar Rapids to St. Paul and Minneapolis would 
produce a return to the carrier of 9.7 mills per ton per 
mile, and this we find to be a reasonable rate. 

The advantages which Cedar Rapids should enjoy by 
reason of its proximity to the St. Paul market should 
also obtain with respect to Duluth, although, perhaps, 
the differences in the relative mileages are not so 
marked. The rate on starch from the various manu- 
facturing plants in this territory to Duluth is 20 cents 
per 100 pounds, or from 1% to 2 cents above the corn 
products rate. Under the present adjustment the charge 
for the additional haul from St. Paul to Duluth on starch 
originating at Cedar Rapids is 5 cents, and we see no 
reason to change that margin of difference. We there- 
fore find that the rate on starch from Cedar Rapids to 
Duluth should not for the future exceed 17% cents per 
100 pounds. 
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Rates to St. Louis, Mo. 
The complainant challenges the reasonableness of 
the present combination of the rates on corn to its plant 
at Cedar Rapids and on starch therefrom to St. Louis. 
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difference in its appearance, and that, in fact, the two 
commodities are sometimes used for the same purposes. 
Starch is said to come in competition with corn flour, 
potato flour and rice flour, and there is also some evi- 
dence that it competes with brewers’ grits. Of the 
various forms of starch, that known as pearl starch is 
used largely in the textile trade and by paper manu- 
facturers. Powdered starch is the pulverized pearl 
grade, and is used by baking powder manufacturers, 
chemical works and in face powders. Corn starch in 
the powdered form is used also for various baking pur- 
poses and in the making of confectionery. The record 
shows that in actual analysis there is no difference in 
the starches, and all are edible. 


Alleged Violation of Section 2. 


In our first report herein, 16 I. C. C., 232, we said, 
at page 244: 


There is, of course, a limit to the products which can rea- 
sonably be included in the list of those which will be transport- 
ed at the raw-material rate, either with or without a transit 
privilege. It might be reasonable to withhold transit privilege 
from a product that is essentially different from the raw ma- 
terial and from the other products of the same raw material 
which are accorded transit rates, as, for example, a liquid prod- 
uct of grain; but it is clearly discriminatory to single out one 
or more of several milled products of grain and withhold from 
it or them transit privilege which is granted at that or some 
other competitive point to other milled products of grain of 
substantially similar character, value and packing, and which 
are transported under substantially the same conditions, at- 
tended by substantially equal risks, where there is competition 
between the millers of the grain either in marketing their prod- 
uct or in securing their material for milling. 


In our subsequent reports we found from the rec- 
ord that there was no competition between the com- 
plainant and millers of grain who enjoyed the transit 
privilege, either in marketing their product or in secur- 
ing their material for milling. It is shown here, as in 
the previous proceedings, that there is no substantial 
competition between starch manufactured by the com- 
plainant and the corn products of other industries located 
at Cedar Rapids which have the benefit of a milling-in- 
transit privilege. Sporadic instances are shown of com- 
petition between corn flour and starch and between 
brewers’ grits and starch, but it is the contention of 
the complainant that, irrespective of commercial com- 
petition, section 2 of the act applies to this case. That 
section is as follows: 


That if any common carrier subject to the provisions of this 
act shall, directly or indirectly, by any specia! rate,. rebate, 
drawback, or other device, charge, demand, collect, or re- 
ceive from any person or persons a greater or less compensa- 
tion for any service rendered, or to be rendered, in the trans- 
portation of passengers or property, subject to the provisions of 
this act, than it charges, demands. collects or receives from 
any other person or persons for doing for him or them a like 
and contemporaneous service in the transportation of a like kind 
of traffic under substantially similar circumstances and condi- 
tions, such common carrier shall be deemed guilty of unjust dis- 
crimination, which is hereby prohibited. and declared to be 


unlawful. 
In support of its contentions, the complainant cites 


Wight vs. U. S., 167 U. S., 518, in which it is held that 
the phrase “under substantially similar circumstances 
and conditions” refers to matters of carriage and does 
not include competition, and this view is reaffirmed in 
Interstate Commerce Commission vs. B. & O. R. R. Co., 
225 U. S., 326. But the defendants maintain that even 
under the terms of section 2 it is necessary, in order 
to establish discrimination, that there be an advantage 
to one shipper and a corresponding disadvantage to 
another; and they rely on the statement of the com- 
plainant’s witnesses that the removal of the milling-in 
transit privilege enjoyed by the Quaker Oats Co. would 
not inure to the benefit of Douglas & Co. To this con- 
tention we are not able to give approval. The discrimi- 
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nation defined in section 2 may arise as between ship- 
pers of like kinds of traffic under substantially similar 
circumstances and conditions. The question presented 
to us, therefore, is whether corn milled into starch is 
such like traffic with corn milled into other uncooked 
products thereof as to bring this rate relationship with- 
in the terms of that section. The complainant contends 
that the transit privilege is given on corn in both cases, 
and that unless there is a substantially different prod- 
uct resulting both should be transported to the same 
destination from the same originating point of the corn 
for a like aggregate charge. As has been said hereto- 
fore, the removal of the transit privilege frum the com- 
plainant’s traffic has resulted in an increase in its aggre- 
gate freight charges of from 14 to 100 per cent. 


This question has not been before us previously in 
the same form. In the Matter of Restricted Rates, 20 
I. C. C., 426 [The Traffic World, April 1, 1911, p. 547], 
involved an interpretation of section 2 as the result of 
the attempt of carriers to assess a charge for the trans- 
portation of coal when intended for commercial use 
that differed from the charge when the coal was shipped 
for railroad use. We held in that case, as in several 
Others, that under section 2 carriers may not maintain 
a rate differential based upon the use to which the 
commodity is to be put. The contention of the com- 
plainant here is that the milling-in-transit privilege, if 
accorded on corn at all, should be accorded on all corn, 
whether milled into starch, meal, flour or any other 
uncooked product; and that there is a discrimination 
in this case because of the different rates charged with 
relation to the product of the corn and the use to which 
the product is put. We cannot give assent to this in- 
terpretation of the section. There is before us here 
the whole transportation, and because there is shown 
an identity of commodity at the point of origin it does 
not follow that there is an identity of the elements of 
carriage to destination when the raw material is milled 
into different products. It may be that two commodities 
not identical may be of such substantially like char- 
acter as to fall within the terms of section 2, but such 
is not the case here. The complainant insists that the 
term “corn products,” as defined in the tariffs, includes 
all such products of corn as are not in a liquid form 
or have not undergone chemical change in the course 
of manufacture. 

It is admitted that glucose and whisky, for example, 
cannot properly be included as corn products, but the 
contention is that the process under which starch is 
made, as hereinbefore described, is not such a refine- 
ment of manufacture as to take it out of the corn prod- 
ucts list without effecting a discrimination under sec- 
tion 2. A chemist of large experience in the trade has 
testified on behalf of the complainant as to the similarity 
between starch and the other products of corn, both in 
chemical analysis and in appearance. The only element 
to be considered under section 2, however, is that of 
carriage, and it appears conclusively that starch is a 
more expensive product and that its market price is 
much greater than that of the corn flour which it. is 
said to resemble. While the process under which it is 
made does not result in a chemical change, it is shown 
to be a very much more elaborate form of manufacture. 
It is shown, also, that there is a distinction in the grade 
of corn used by the Quaker Oats Co. from that which 
the complainant requires in its manufacturing processes, 
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in that the former must have dry corn, whereas the 
element of moisture is not important when the corn 
is manufactured into starch by the wet process employea 
‘by the complainant. It is worthy of note that in most 
instances corn flour, which is the product relied upon 
by the complainant as a like traffic with starch, is but 
a by-product of the Quaker Oats Co. 

Upon a full consideration of this matter we are of 
the opinion that starch does not constitute such like 
kind of traffic with corn meal, hominy, grits, brewers’ 
grits, corn flour and other uncooked product of corn as 
is contemplated under section 2 of the act, and that 
‘under this section no discrimination has been shown 
because of the withholding of the transit privilege from 
corn milled into starch. 

It is not necessary here to enlarge upon what has 
been said in the three previous reports of the Commis- 
sion relative to the question of discrimination under 
section 3. It is shown conclusively that there is no 
substantial competition between the product of the com- 
plainant’s plant and those of the Quaker Oats Co. and 
other manufacturers of corn products located at Cedar 
Rapids and elsewhere in the state of Iowa; and it is 
well settled that a discrimination under section 3 may 
be established only by showing an advantage to one 
shipper and a contemporaneous disadvantage to another. 
No such case is made here. 

In our prior report herein denying the complainant’s 
petition for rehearing, 21 I. C. C., 541, we said, at 
page 543: 


It may be that some of the rates now charged complainant 
are unjust aiid unreasonable per se. It may be that unjust dis- 
crimination now exists as a result of the rates charged com- 
plainant and those charged its competitors. * * * If com- 
plainant fee!s that any rate or rates charged it are unreasonable 
or unjustly discriminatory it has recourse in a proper proceed- 
ing attacking that rate or those rates. 


The complainant has here placed in issue the reason- 
ableness of the rates on starch from Cedar Rapids to 
various destinations north, south and west thereof, and 
we come now to a consideration of the rates themselves. 


Rates to Minneapolis, St. Paul and Duluth. 


The rate on starch from Cedar Rapids to St. Paul 
is 15 cents per 100 pounds, and that rate applies also 
from the other starch-producing plants in Iowa and 
Illinois and from Roby, Ind. Cedar Rapids is 256 miles 
from St. Paul and approximately from 118 to 241 miles 
nearer the consuming market than its nearest competitors. 
The complainant contends that a readjustment should 
be made in the rates which would afford to Cedar Rapids 
the benefit of its location with respect to the relative 
distances both from the Missouri River and St. Paul. 
It is asserted by the carriers, on the other hand, that 
the complainant, by reason of its proximity to the corn- 
fields of Iowa, where the greater part of its supply is 
obtained, has an advantage over its competitors in 
marketing starch at St. Paul in the amount of the dif- 
ference between the rate on the corn to Cedar Rapids 
and the rate on that commodity from the same point 
of origin to the other starch plants. This is assuming, 
of course, that the complainant’s competitors are limited 
in the territory from which they may secure their raw 
material to the same points of production from whicn 
Cedar Rapids draws its supply. Although the record 
does not disclose the actual points from which the 
different plants in Illinois purchase their grain, yet it 
is reasonable to assume that a very material portion of 
it originates in that state, and, if so, the distances over 
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which it is transported will not greatly exceed the dis- 
tances of the Iowa stations from Cedar Rapids. The 
state of Illinois is as great a producer of corn as Iowa, 
the production for the year 1912 in Illinois being 428,- 
452,000 bushels and in Iowa 432,021,000 bushels. Passing over 
that feature, however, which is not clearly brought out 
of record, the defendants justify the present rate adjusy 
ment on the ground that, inasmuch as Cedar Rapids is 
upon a parity with the other plants in marketing starch 
in the East through the operation of an eastbound tran- 
sit arrangement, those plants should also be on a parity 
with Cedar Rapids in marketing starch at. St. Paul 
manufactured from corn purchased .at the Missouri 
River. 

A manufacturing enterprise is unquestionably en- 
titled to whatever advantages it may possess by way of 
geographical location and proximity to the sources of 
supply of its raw material and the markets for its prod- 
ucts. This fact has been recognized by us frequently 
in the past, and reference may here be made to certain 
cases in which it has been emphasized: 


The Commission does not, by a fixing of rates, attempt to 
overcome advantages which one producer or dealer may have 
in his geographical location and to produce equality between 
competitors in all markets. Squire & Co. vs. M. C. R. R. Co., 
4c. & 622. 

Manufacturing industries should not be deprived through a 
earrier’s adjustment of relative rates of advantages resulting 
from their favorable location, in respect of cost’ of raw ma- 
terial supplied from a common source or distance to the com- 
mon market for the finished product. James & Abbott vs. 
Cc. 2% Ceo, 6 L C..o.. 48a 

Carriers have no right to disregard distance and natural ad- 
vantages for the purpose of bringing about commercial equal- 
ity. Commercial Club of Omaha vs. C., R. I. & P. Ry. Co., 
61C. C. 647. : 


It appears that the rate on starch from Peoria, 
Pekin, Keokuk and Chicago rate points to St. Paul is 
the same as the rate on other products of corn, whereas 
the rate from Cedar Rapids to St. Paul is 2% cents 
higher than the corn products rate. It is the exception, 
rather than the rule, to accord to starch the same rates 
as are applied to other corn products, and the applica- 
tion of this exception to the product of the complain- 
ant’s competitors, while denying it to the complainant, 
minimizes to that extent the natural advantages which 
otherwise would be enjoyed by the Cedar Rapids plant. 
The defendants by this means have unjustly sought to 
deprive the complainant of the advantage of proximity 
to the St. Paul market. To apply the corn-products rate 
of 12% cents per 100 pounds to the movement of starch 
from Cedar Rapids to St. Paul and Minneapolis would 
produce a return to the carrier of 9.7 mills per ton per 
mile, and this we find to be a reasonable rate. 

The advantages which Cedar Rapids should enjoy by 
reason of its proximity to the St. Paul market should 
also obtain with respect to Duluth, although, perhaps, 
the differences in the relative mileages are not so 
marked. The rate on starch from the various manu- 
facturing plants in this territory to Duluth is 20 cents 
per 100 pounds, or from 1% to 2 cents above the corn 
products rate. Under the present adjustment the charge 
for the additional haul from St. Paul to Duluth on starch 
originating at Cedar Rapids is 5 cents, and we see no 
reason to change that margin of difference. We there- 
fore find that the rate on starch from Cedar Rapids to 
Duluth should not for the future exceed 17% cents per 
100 pounds. 

Rates to St. Louis, Mo. 

The complainant challenges the reasonableness of 
the present combination of the rates on corn to its plant 
at Cedar Rapids and on starch therefrom to St. Louis. 
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For purposes of comparison, rates to and from Peoria 
are chosen, as it is shown that the total haul on corn 
from the Missouri River and on the product to St. Louis 
is approximately the same through that point as through 


Cedar Rapids, Peoria being 167 miles farther from 
Omaha than Cedar Rapids and 158 miles nearer St. 
Louis. The rate on corn from Omaha to Cedar Rapids 


and Peoria is the same, 9% cents, while the rate on 
starch from Cedar Rapids to St. Louis is 12% cents 
and from Peoria 7 cents. The advantage in favor of 
Peoria on the through movement of the corn in and the 
starch out is therefore 5% cents. The record shows, 
however, that comparatively little corn is purchased by 
the complainant at the Missouri River. During the first 
10 mecnths of the year 1912 less than 1 per cent came 
from Omaha. The defendant, Chicago, Rock Island & 
Pacific Railway Co., introduced an exhibit purporting to 
show the total shipments of corn consigned to the com- 
plainant over that line during the period of July 1, 1910, 
to Sept. 30, 1912, from which it appears that of a total 
of 1,092 cars of corn, 1,061, or 97.2 per cent, were irom 
Iowa yoints. Over 88 per cent of the corn shipments 
originated within 100 miles of Cedar Rapids and moved 
at a maximum rate of 6.8 cents; 54 per cent came from 
points within 50 miles and moved at a maximum rate 
of 5.2 cents. It was testified on behalf of the Illinois 
Central that all of the corn shipped to the complainant’s 
mill during the 16 months ended Oct. 31, 1912, came 
from its stations in Iowa, and about 52 per cent orig- 
inated at points on the Cedar Rapids branch, which ex- 
tends southward from Manchester to Cedar Rapids, a 
distance of 42 miles. 

It thus appears that the great bulk of the complain- 
ant’s corn shipments originate within the state of Iowa 
and move under intrastate rates materially lower than 
the interstate rate from the Missouri River to Peoria, 
and the disadvantage the complainant is said to be 
under in the purchase of its grain has not been shown 
to exist to any substantial extent. The 9%-cent rate 
from Omaha to Peoria is a proportional rate applying 
on shipments originating beyond the Missouri River, 
and to avoid a violation of the fourth section the same 
rate has been applied on shipments moving to Cedar 
Rapids. As heretofore noted, corn rates from South 
Dakota points on the lines of the Chicago & North- 
western and Chicago, Milwaukee & St. Paul are not 
now under attack. 

The rates in cents per 100 pounds on starch to St. 
Louis from the competing manufacturing plants in this 


vicinity, together with the distances and the earnings 
per ton per mile, are as follows: 
Revenue 
per 
Distance, Rate, ton-mile, 
To St. Louis from miles. cents. mills. 
POURS, DION, TOWE..o.< vi cewsccccecs 320 12% 7.81 
Cedar Rapids, Towa .....:...ccccess 463 12% 5.40 
EE: PUNE) cn 'k os Seid so bd vive Be b.4S 179 8 8.93 
OS ee 162 7 8.64 
8 oie Wein al 6 6 dock a We ae ew keel ee 152 vi 9.21 
i Oe seks « hd gwigth <tr eos ) ebeus 113 7 12.39 
I MME, ics c's b's'b.04e'og-seummae 310 9 5.80 
EE 6 ah itd, haa Gls XWin kai Wi & placnin eae 284 9 6.33 
I oi le ie nals babes hid wiih andi aw 301 9 5.98 
PEE. MUN. ig cea hanehace ss sacs 341 9% 5.60 





*Via Rock Island-Burlington, 
*Via Illinois Central R. R. 
It will be noted that the rate from Cedar Rapids 


is from 3 cents to 3% cents higher than from the points 
situated approximately equidistant from St. Louis. 
Indianapolis, 21 


From 


miles farther distant, the rate is 3 
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cents less, and from Waukegan, 10 miles nearer St. 
Louis, it is 3% cents less. 

An exhibit introduced by the Illinois Central shows 
that, by means of the present transit arrangement in 
force at Cedar Rapids, whereby corn originating at sta- 
tions on its line may be milled at Cedar Rapids and 
transported at the corn rate from point of origin to 
Springfield or Decatur, Ill., and thence at the starch rate, 
the coOmplainant’s through transportation charge to St. 
Louis will in no case exceed that paid by the Peoria 
manufacturer on starch produced from corn from the 
Same points of origin, and will in some cases be less._ 
This transit privilege applies only on corn moving into 
Cedar Rapids by way of the Illinois Central and the 
route of that carrier from Cedar Rapids to St. Louis 
is indirect, the distance exceeding the Rock Island- 
Burlington short line by 143 miles. 

The testimony bearing upon the reasonableness of 
the rate from Cedar Rapids to St. Louis is unsatis- 
factory. The complainant asserts that it -is unreason- 
ably high, for the reason that the revenue of 7.81 mills 
per ton-mile is nearly equal to the average per-ton-mile 
earnings on all freight carried by the Rock Island for 
the year ended June 30, 1911. We have frequently heid 
however, that the per-ton-mile revenue is but one of the 
factors to be considered in establishing a new rate or in 
condemning an existing rate as unreasonable. 


As illustrative of the effect of the 
structure we may consider the situation with respect to 
starch produced at Chicago. Corn purchased at the 
Missouri River moves to that milling point at 11 cents 
per 100 pounds and the starch is forwarded thence to 
St. Louis at 9 cents, producing a through rate of 20 
cents per 100 pounds for a distance of about 790 miles. 
If the same corn be milled at Cedar Rapids and the 
starch is forwarded to St. Louis the through rate is 22 
cents for the 590 miles hauled. That is to say, the 
manufacturer at Chicago can go to the Missouri River 
for his corn, haul it through Cedar Rapids, and lay down 
the preduct at St. Louis at a rate of 2 cents less than 
that paid by the Cedar Rapids manufacturer, although 
the movement by way of Chicago is 200 miles longer. 
The difference is not in the corn rate, but in the rate 
on starch; the corn moves to Chicago, 220 miles beyond 
Cedar. Rapids, at 1% cents above the Cedar Rapids 
rate, but the starch moves from Chicago for a distance 
equally great as from Cedar Rapids for 3% cents less. 
The presumption must necessarily be that the 9-cent 
rate established by the carriers for the transportation 
of starch from Chicago and Chicago rate points to St. 
Louis is sufficiently high to yield a fair return over the 
cost of carriage, as the record does not disclose any Cir- 
cumstances or conditions which would compel the main- 
tenance of an abnormally low rate on that commodity. 
It is undoubtedly true that the density of traffic between 
Chicago and St. Louis is much greater than between 
Cedar Rapids and St. Louis, and that greater competi- 
tion between carriers is encountered, but the disparity 
between the rates appears to be unduly great. For 
these reasons the rate from Chicago to St. Louis may 
properly be somewhat less than from Cedar Rapids, but 
we are cf the opinion that the rate from the latter point 
to St. Louis should not exceed 10% cents per 100 
pounds. Under this adjustment the through rate to St. 
Louis on corn originating at the Missouri River, milled 
at Cedar Rapids, will be the same as when milled at 


present raie 
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Chicago, i. e., 9% cents on the corn to Cedar Rarids and 
10% cents on the starch to St. Louis. Whatever advan- 
tage may thereby accrue to Cedar Rapids will result 
from its location in the corn belt of Iowa, where the 
greater part of its corn shipments originate; but a 
manufacturer should not be penalized with respect to 
the rates on his product as an offset to his closer 
proximity to the source of the raw material. The 
average distance of Waukegan, Argo, Roby and _ Indi- 
anapolis from St. Louis is 309 miles, and the average 
rate per ton-mile is 5.93 mills. The 1014-cent rate from 
Cedar Rapids for approximately the same distance will 
yield 6.56 mills. 


Rates to Kansas and Oklahoma. 


The rate on starch from Cedar Rapids to Wichita, 
Kan., taking that point as a representative destination 
within the state of Kansas, is 46 cents per 100 pounds, 
and at the time this case was heard was fixed upon the 
basis of 9 cents below the ‘fifth-class rate, which was 
then 55 cents. The rate to Oklahoma City is 54 cents, 
or 9 cents below the fifth-class rate. The rates from 
Cedar Rapids and St. Louis to Kansas and Oklahoma 
destinations are the same. From Cedar Rapids to Wichita 
and Oklahoma City the rates are less than from any 
of the other starch-producing plants with the exception 
of Keokuk, which is maintained on the same basis. 

The complainant again bases its contention for 
lower rates on starch upon a comparison with the rates 
on corn and corn products, and alleges that the carrying 
of those commodities at lower rates than are accorded 
to shipments of starch constitutes a violation of section 
2, or if that is found not to be true, then by the com- 
parison the rates are unjust and unreasonable in and of 
themselves. We have already reached the conclusion 
that starch and corn products do not constitute the 
“like kind of traffic’ contemplated in section 2, and no 
further. reference need be made to the alleged violation 
ef that section. 

It is unnecessary here to review the circumstances 
which’ were instrumental in fixing the rates on corn and 
grain in this territory. The history of the establish- 
ment of those rates is fully described in Farmers, etc., 
Club vs. A., T. & S.-F. Ry. Co., 12 I. C. C., 351. The 
immense tonnage of grain and the competition of dif- 
ferent carriers leading to the East and to the South, all 
striving for a share of the traffic, have resulted in 
depressing the rates below a normal level. The move- 
ment of starch has not been similarly affected and the 
rates on that commodity have therefore been main- 
tained upon a higher basis. 

The reasonableness of the class and commodity 
rates from St. Louis and points taking the same rates 
to interior Kansas destinations was before us in State 
of Kansas vs. A. T. & 8S. *. Ry. -Co., 27 1. C..C,. Cis 
{The Traffic World, July 26, 1913, p. 209], wherein we 
held that the fifth-class rate of 55 cents to Wichita and 
Hutchinson was unreasonable to the extent that it ex- 
ceeded 51 cents. Reductions were ordered in the rates 
to certain other destinations in Kansas, but we did noi 
attempt to fix specific rates to every paint in the state, 
leaving to the carriers the duty of readjusting the rates 
to such other points as might be necessary to conform 
with the findings therein. The order in that proceed- 
ing was limited to the class rates, “in the expectation, 
however, that the carriers will line up their commodity 
rates on the present relative basis with respect to the 
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classes.” Starch was one of the commodities named in 
the tariffs, and, as heretofore mentioned, the rate to 
Wichita was 9 cents below the fifth-class rate, or 95 
per cent of the combination over Kansas City. 


In compliance with our order the class rates were 
reduced and the matter of reduction in commodity rates 
was made the subject of a conference between the Com 
mission and representatives of the carriers and the 
shippers. No agreement was reached, and the question 
Upon 
a full consideration of all the matters submitted of 
record, and at the conference we ordered reductions in 
certain commodity rates, but did, not find that the rates 
on starch were unreasonable. We see nothing upon 
this record to lead us to a different conclusion, and it 
follows that the complaint with respect to destinations 
in Kansas must be dismissed. Nor do we find any 
apparent need for a reduction in the starch rates to 
Oklahoma points. The rates from Cedar Rapids are as 
low as or lower than the rates from any other point at 
which starch is manufactured, and the consumption of 
that commodity within the state is not very extensive. 


Rates to Texas. 


The following rates in cents per 100 pounds are now 
in effect on starch from Cedar Rapids and other points 
to Texas common points and to Galveston and Houston: 


To Texas 
common To Gal- To 
From— points. veston. Houston, 
Rone SII, © Sic toe sctaacs Pie ajo oeielaa,ere 69 69 69° 
MN as sshars Midgar ae ore aim Gne waane cae 69 52% 54% 
EEE. Sic wire kines mechan Wades Wie ain ace 66 60% 621% 
OE a 3's 5 Seg Seka co PR EP Reh wa bledaae 69 54 56 
WMG <5 Swi ease Ger oS ashen ess one ence 69 54 56 
es FEN traces odio pn BG saw SantatOns 62 62 62 
ee per eae rye eee 57 52 62 
It will be noted that Cedar Rapids, Pekin and 


Peoria are in Chicago territory, with respect to traffic 
to Texas common points, and that the rate from Keokuk 
is 3 cents less. Prior to 1903 the fifth-class rate applied 
on starch, but a reduction was later made to Class C, 
and at the present time the rates from interior defined 
territories are 4 cents higher than Class C, making the 
rate from St. Louis 62 cents and from Cedar Rapids 69 
cents. It was stated in evidence that the present con- 
ditions are controlled by the competition of water lines. ° 
The Corn Products Co. operates a large starch plant at 
Edgewater, in the state of New Jersey, near New York 
City, and is said to ship in considerable volume to Texas 
by way of the water lines plying between the ports of 
New York and Galveston. 

An exhibit introduced by a witness for the de- 
fendant, Chicago Rock Island & Pacific Railway Co., 
compares the rate on starch with commodity rates on 
various other articles taking the same rating in the 
classification. It appears from this exhibit that the 
starch rate is about 4 cents higher than the average of 
the rates applying on the other commodities. The asser- 
tion is made, however, that the. commodity rates are 
all susceptible of some explanation covering peculiar or 
dissimilar conditions other than those obtaining on 
starch and tending to depress the rates. For example, 
it is said that canned goods are subject to competition 
by water, and that there is competition between glucose 
and syrup and molasses from the glucose plants in the 
North and the syrup and molasses produced at Louisiana 
points. The rate on canned goods from Cedar Rapids 
to Texas common points is from 58 to 65 cents, and 
on syrup 56 cents. Starch is a competitive commodity 
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also, but the rate has been maintained upon a compara- 
tively higher level. 

The manufacturer at Keokuk enjoys a differential 
of 3 cents under the rate from Cedar Rapids on starch 
destined to Texas common points by reason of the loca- 
tion of that city within the so-called Omaha-Davenport 
group, a territorial group established by the carriers 
following our decision in Commercial Club of Omaha vs. 
C., R. I. & P. Ry. Co., 6 I. C. C., 647. The northern 
boundary of that group is formed by the line of the 
Rock Island extending between Omaha and Davenport 
and passing through West Liberty, Ia., 31 miles south 
of Cedar Rapids. It is said that Cedar Rapids has never 
been included within the Omaha-Davenport group, and 
while that may be so with respect to starch, Omaha- 
Davenport rates apply from Cedar Rapids to Texas 
points on packing-house products and fresh meat, and 
we are of the opinion that no substantial reason exists 
for denying the same basis on starch. The starch rate 
from this territory, which includes Keokuk, to Texas 
common points is a differential of 4 cents over the rate 
from St. Louis, and we therefore find that the reason- 
able rate from Cedar Rapids should not for the future 
exceed 66 cents. 

Rates to Galveston and Houston, being under a 
greater influence of water competition, are made upon 
a different basis. The present local rate by water from 
New York to Galveston is said to be 15 cents, but this 
rate is not on file with the Commission. The rate filed 
from New York to Houston is 37 cents. Since the water 
rate from New York to Galveston has been reduced to 
the 15-cent level, the carriers have not attempted to 
meet the combination thus made over New York. The 
local rate from Chicago to New York is 17% cents, 
from Keokuk 23% cents, and from Peoria 19 cents. 
This would make the combinations to Houston, re- 
spectively, 54144 cents, 6014 cents and 56 cents. The 
through rate from Keokuk is not, in fact, a combina- 
tion of the local rates, but is 2 cents higher. Very 
little testimony was offered with respect to the rates 
from Chicago, Keokuk, Pekin and Peoria as compared 
with the 69-cent rate applicable from Cedar Rapids to 
Houston; nor does the record disclose whether starch 
moves from the other interior producing points to Gal- 
veston and Houston at the rates established. It is cer- 
tain that as against the Chicago, Keokuk, Pekin and 
Peoria rates the 69-cent rate from Cedar Rapids is pro- 
hibitive, and the maintenance of the low rates from the 
other producing points, while denying a rate upon a 
similar basis from Cedar Rapids, is discriminatory, and 
subjects the latter to undue prejudice and disadvantage. 
It is said that the carriers have been extremely reluctant 
to publish through rates upon so low a plane as is 
recited from the other producing points, but the record 
is clear that they have established such a basis from 
all points where starch is manufactured except Cedar 
Rapids. We have herein found that the rate from Cedar 
Rapids to Texas common points should not exceed that 
in effect from Keokuk, and we are of the opinion that 
a similar basis should obtain on shipments of starch 
from Cedar Rapids to Galveston and Houston. We 
therefore find that the all-rail rate from Cedar Rapids 
to these points should not exceed the rates currently 
in effect from Keokuk. To make this readjustment may 
involve the necessity of relief from the long-and-short- 
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haul provision of the fourth section, and carriers should 
forthwith file with us applications for such relief. 


Rates to Arizona, New Mexico, California Terminals and 
North Pacific Coast Points. 


It is unnecessary here to state in detail the rates . 
on starch from Cedar Rapids to Arizona, New Mexico, 
California terminals and north Pacific coast points. 
Briefly, the carload rates from Cedar Rapids to desti- 
nations in Arizona range from $1.43 to $1.90 per 100 
pounds, the full fifth-class rates, and are 4 cents less 
than the rates from Chicago. Rates on _ less-than-car- 
load shipments are from $2.03 to $2.68 per 100 pounds. 
An exhibit filed by the complainant, giving the number 
of shipments to various destinations covered by the 
complainant during the period Jan. 1 to Nov. 1, 1912, 
shows but one car moving to New Mexico and none to 
Arizona. The rates from Cedar Rapids to destinations 
in those states appear to be reasonably related to those 
from competing points, and we are not disposed to 
make any change in the relative conditions unless there 
is more urgent necessity therefor than is evident upon 
this record. 

The movement of starch to the Pacific coast is 
more extensive than to New Mexico and Arizona, and 
apparently is about equally divided between rail-and- 
water and all-rail. The carload rate from Cedar Rapids 
is $1, which is published as a commodity rate applying 
from the Missouri River and territory east thereof. 
This rate, which has been established to meet water 
competition from New York, is not, in our opinion, 
unreasonably high, and should therefore be permitted 
to remain in effect. 

Rates to Destinations 

When we reach the 


South of the Ohio River. 
territory south of the Ohio 
River we find that the conditions are to a certain 
extent reversed, and that distances from Cedar Rapids, 
as compared with those from Chicago and other starch- 
producing points. are somewhat greater. The following 
table gives the rates in cents per 100 pounds and dis- 
tances to a few of the points in this southeastern ter- 
ritory: 


Bir- Chat- Vicks- 

Atlanta. Macon. mingham. tanooga. burg. 

From— Mi. R’te. Mi. R’te. Mi. R’te. Mi. R’te. Mi. R’te. 
Cedar Rapids. 862 46 949 46 782 40 724 40 851 37 
Keoku oe. 190 45 877 .45 654 39 662 39 710 34 
POOH 06.6. 693 41 796 41 614 35 555 35 665 34 
eee 683 41 786 41 604 35 545 35 655 34 
Decatur ..... 616 41 7038 41 529 35 478 3 688 33 
Waukegan 769 45 a3 .45. @- 39. Gi 2 7s . 37 
Mc c6s<qnaps 33 43 820 43 653 #37 +595 37 747 = 35 
ME aie :kalerean ~~ €£¢ 2 2 a FF Gt 2. mS 
St. Louis 610 41 698 41- 479 35 473 35 542 «30 
SE aa earsxe 92 33 595 33 346 27 354 27 390 24 


Rates from Chicago and points in Central Freight 
Association territory to destinations in the South and 
Southeast are made upon combination over the Ohio 
River or St. Louis, whichever is lower. The factor 
applying from Cedar Rapids to Cairo is 13 cents for 
a distance of 544 miles, and yields 4.8 mills per ton- 
mile. The complainant contends that the rates from the 
Ohio River crossings are unjust and unreasonable and 
should not exceed the rates contemporaneously charged 
on corn products. The argument again is that the 
rate on starch is too high for the reason that the 
revenue per ton-mile exceeds the average resulting 
from transportation of all freight carried by the defend- 
ants, and further, that the starch rate should not be 
higher than the corn or corn products rate, as the 
latter also results in a rate per ton-mile higher than 
the average. The defendants maintain that as the 
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production of corn in the Southeast is not very exten- 


sive, and its universal use requires a large movement 
from the corn-producing states farther north, the natu- 
ral tendency has been to accord to it rates much below 
the normal level. 


What was said in our supplemental report in Douglas 
&: Co... va..C,; Rk & PB. Ry. Co, 21.1 C. C., at. pages 
98 and 100, may well be repeated in part here: 


Under the proposed Illinois Central tariffs transit arrange- 
ments are continued to all points in Illinois on and north of a line 
drawn through Havana, Springfield, Decatur and Chamaign. 
To Illinois points south of that line and to points in southeast- 
ern and Carolina territories the proposed tariffs apply the rates 
on corn to Cedar Rapids and the starch rates from Cedar Rap- 
ids to destination, or the rates on corn to the basing points and 
the starch rates beyond, whichever makes lower. They show 
that at the time of the former hearing class rates applied from 
Cedar Rapids to many destinations that were higher than the 
commodity rates that have since been established. One im- 
portant consideration in the previous decision was the discrimi- 
nation then shown against complainant and in favor of a com- 
petitor at Pekin, Ill. It is now pointed out that at that time 
the class rate on starch from Cedar Rapids to Cairo for the 
Southeast was 24 cents per 100 pounds, while now it may move 
under a commodity rate of 13 cents per 100 pounds. At that 
time the rate on starch from Pekin to Cairo was 6 cents and is 
now 8 cents per 100 pounds. . . 

Defendants contend that the arrangement now in force 
results in rates that are unreasonably low and that the rates 
under the proposed tariffs will be reasonable. They show by 
comparison that through transit rates on starch from point of 
origin of the corn to the destination of the starch, and the pro- 
posed corn rates to Cedar Rapids, or to the basing points plus 
the starch rates from Cedar Rapids, or from the basing points, 
result in earnings as low as 5.2 mills per ton per mile, while 
the maximum is 8.7 mills per ton per mile. The earnings are in 
the majority of instances lower for corresponding distances than 
the rates on corn from Omaha, Neb., and western Iowa points 
to Chicago. They show that the proposed rates through Cedar 
Rapids will in no instance be higher than those through other 


points at which starch is manufactured, and that in some cases - 


they will be lower. 

The history of starch rates to the Southeast shows 
that reductions have been made from time to time 
under the stress of commercial necessity and competi- 
tive influences. Prior to 1904 starch was rated fifth 
class in the Southern classification. It is now sixth 
class. Starch is used largely in the textile industry 
and the increase in the number of cotton mills, together 
with the competition of the rail-and-water routes, brought 
about the establishment of a line of commodity rates 
to the principal cotton mill points. The commodity 
rate from Louisville to Atlanta, Ga. is 33 cents, and 


that rate is taken by the complainant as representative | 


of the rates under attack. The fifth-class rate between 
the same points is 52 cents, and the sixth-class rate is 
41 cents. In 1895 the commodity rate was 40 cents, 
and ten years later it was reduced to the present 
amount. It thus appears that the rate from Louisville 
to Atlanta to-day is 19 cents less than fifth class, 8 
cents less than sixth class and 7 cents less than the 
commodity rate of 1895. 

The starch rate from St. Louis to Shreveport, La., 
taking that point as a typical destination in Mississippi 
Valley territory, is 39 cents per 100 pounds, which the 
defendants maintain is unduly low as compared with 
the fifth-class rate of 85 cents. The rate from Cedar 
Rapids is the Texas differential of 7 cents over the 
rate from St. Louis, or 46 cents per 100 pounds. From 
Chicago to Shreveport the rate is also 46 cents and the 
distance is approximately the same as from Cedar 
Rapids. Comparison of the starch rate with the average 
of the commodity rates applied on articles taking the 
same rating in the classification shows that the former 
is somewhat less with respect to both Arkansas and 
Mississippi Valley destinations. 

It is perhaps a significant fact that, although the 


starch rates have been in force for a number of years, 
they have never been questioned until the present com- 
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plaint was filed, and the real basis of this complaint is 
that the corn rates are lower. Taking into considera- 
tion all the facts of record, as well as the comparative 
distances and the greater cost of operation in this ter- 
ritory, we are of the opinion that the present rates on 
starch from Cedar Rapids and Ohio River crossings to 
southeastern and Mississippi Valley destinations are not 
unreasonable and do not subject the complainant to any 
undue discrimination. 


Application of. Minimum Weights. 


It is alleged by the complainant that the applica- 
tion of a higher carload minimum weight north of the 
Ohio River than south thereof deprives it of the use 
of the lower minimum, and the contention is made that 
the rules and regulations permitting this are unreason- 
able and in violation of section 7 of the act. The car- 
load minimum weight from Cedar Rapids or Chicago to 
Ohio River crossings is 40,000 pounds. From the Ohio 
River and Virginia cities to points in southern territory 
and the Carolinas it is 24,000 pounds under the South- 
ern Classification and 30,000 pounds under commodity 
The only reason advanced by the complainant 
in support of its opposition to the higher minimum 
north of the river is that the trade in southeastern 
territory is not desirous of purchasing carloads of more 
than 24,000 pounds, or 30,000 pounds at the most. The 
question here is not one of inability to load to the 
minimum weight required by the carriers, as an exhibit 
introduced by the defendant, Nashville, Chattanooga & 
St. Louis Railway, shows an average weight of starch 
of 46,594 pounds per car. A statement filed by the 
Illinois Central subsequent to the hearing shows an 
average weight of over 44,000 pounds per car. The 
answer of the carriers is to the effect that the 40,000 
pounds minimum weight on shipments from Cedar 
Rapids to Cairo was made in connection with the 13- 
cent rate applying between those points, and since the 
time it was established all other starch rates to Cairo 
and other Ohio River crossings for the Southeast from 
northern territory have been subject to the same 
minimum. 

Section 7 of the Act to regulate commerce pro- 
hibits any arrangement whereby carriers may prevent 
the carriage of freight from being continuous from place 
of shipment to destination, or the carriage of freight 
from being and being treated as one continuous carriage 
from the place of shipment to the place of destination. 
It is not apparent that the requirements of the carriers 
respecting minimum weights operate in any way to 
contravene the law as expressed in this section of the 
act, and we are of the opinion that the rules governing 
the application of the 40,000-pound minimum weight on 
starch are not unreasonable. It follows that this fea- 
ture of the complaint is without merit and must be 
dismissed. 

Rates on Corn Oil. 

Corn oil ranges in value from $4 to $7 per 100 
pounds and is used in the manufacture of window shades, 
linoleum, soaps, rubber substitute and lubricants. In 
the refined state it is used as an edible product. Corn 
oil is shipped in tank cars or in barrels in ordinary 
box cars, and is rated fifth class in Official Classification 
territory. Commodity rates lower than fifth class have 
been established in a few instances. 

The complainant alleges that the present rates on 
this commodity in carloads from Cedar Rapids to the 
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various destinations set forth in the following table are 
unjust and unreasonable both in and of themselves and 
when compared with rates charged by the defendants 
for similar hauls of the same commodity. A compari- 


£0n of corn-oil rates in cents per 100 pounds jin this 
territory is given below: 
Cedar Des 

To— Rapids. Chicago. Keokuk. Moines. Decatur, 
SE. ow ices tseues “15 on *10 23% 14.9 
UE. 94 wa Setdce cence *1Z2% * 9g * 7% 21 10.8 
WE eS ca oc #15 *11 * 8 20% 12% 
Kansas City ........ 22 27 22 22 244% 
NE <6 pia > 6: din a'nd oot 18.3 27 22 16 24% 
ROUTE Trace: 5 GS blavs areke 20 20 20 21 20 
NG Sas ae Bathe a als 20 18 18 21 Z 


CEE: np nds pie + neo at 22 22 22 26 


*Commodity rates. 
The defendants maintain that the relative adjust- 


ment in the rates to representative points of destina- 
tion is, on the whole, favorable to Cedar Rapids, and 
that the exceptions where other producing points enjoy 
lower rates are accounted for either by the circum- 
stances of less mileage involved, or by an established 
group rate, as in the rate from Mississippi River points 
to Chicago. Lower rates from Mississippi River points 
to St. Louis are said to be controlled by water competi- 
tion. 

The rate from Cedar Rapids to Chicago is 15 cents 
per 100 pounds and the distance is 220 miles. From 
Keokuk, a Mississippi River point, it is 10 cents, and 
the distance is about 250 miles. The rate from Cedar 
Rapids to St. Louis, 320 miles, is also 15 cents, 
from Chicago to St. Louis, approximately the same dis- 
tance, it is 11 cents. From Cedar Rapids to Peoria 
the rate is 12% cents, and from Chicago to that point 
9 cents for a haul approximately 35 miles less. It will 
thus be seen that the claim of the defendants that the 
is favorable to the complainant apparently 
is not borne out by the facts. The rates are materially 
higher from Cedar Rapids than from other points to 
destinations involving hauls of about the same length, 
and the conditions surrounding the transportation of 
corn oil from the various producing points are sub- 
statially the same. No conclusive argument has been 
advanced by the defendants in justification of a rate 
to Chicago 50 per cent greater from Cedar Rapids than 
from Keokuk when the distance from Cedar Rapids is 
less. A witness for the defendants, when questioned 
upon this point, was unable to assign a satisfactory 
reason for the disparity between the rates, and when 
questioned further concerning the relative rates to St. 
Louis gave as his opinion that the rate from Cedar 
Rapids was reasonable, while that from Chicago was 
too low. 

We have herein referred, in the discussion of starch 
rates, to the relative advantage the complainant is rea- 
sonably entitled to with respect to the St. Paul market, 
but it is evident from an examination of the rates that 
that advantage has been denied it. It is of record that 
the movement of corn oil is principally to the east, and 
on such traffic as moves west to Omaha and Kansas 
City the complainant is maintained upon a more favor- 
able basis than its competitors. 

Upon full consideration of 
we are of the opinion, and so 
rates on corn oil in cents per 
Rapids are unreasonable to the 
the following: 


adjustment 


all the facts of record 
conclude and find, that 
100 pounds from Cedar 
extent that they exceed 


To— Cents. To— Cents 
SROMID s ponccideesecese 11 eer 17 
ORS ere 9% MURA. Scdaves odes vaxas 17 


Se EN 6s. 05-4-60-4-% oe Be 12 
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No change will be ordered in the rates to Omaha 
and Kansas City. 
. Reparation. 

The complainant has asked for reparation upon 
past shipments of starch and corn oil which have been 
shipped under rates herein found to have been unrea- 
sonable. We find upon the record that the complainant 
has been damaged to the extent that it has paid charges 
on those commodities to the various destinations recited 
herein at rates we have found to be unreasonably high. 
The complainant will be expected to prepare a state- 
ment showing as to each shipment upon which repara- 
tion is claimed the date of movement, point of origin, 


point of destination. route, weight, car number and 
initials, rate charged, and the amount of reparation 
claimed. This statement should be submitted, with 


the freight bills covering the same, to the defendants 
for verification by them. Upon receipt of a statement 
so prepared by complainant and verified by the de- 
fendants, together with the billing, the Commission will 
take the matter up with a view to the issuance of an 
order of reparation. 





ORDER. 

It is ordered, That the above-named deiendants, 
according as they participate in the transportation, be, 
and they are hereby, notified and required to cease and 
desist, on or before Dec. 15, 1914, and thereafter to 
abstain, from charging, demanding, collecting or receiv- 
ing their present rates for the transportation of starch 
in carloads from Cedar Rapids, Ia., to St. Paul and 
Duluth, Minn., St. Louis, Mo., Texas common points, 
and Galveston and Houston, Tex., and for the trans- 
portation of corn oil in carloads from Cedar Rapids, 
la., to Chicago and Peoria, Ill., St. Louis, Mo., and St. 
Paul and Winona, Minn. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Dec. 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of starch. in carloads from Cedar Rapids, Ia., to 
the below-named points, rates which shall not exceed 
the following, in cents per 100 pounds, viz.: St. Paul 
and Duluth, Minn., 17% cents; St. Louis, Mo. 10% 
cents; Texas common points, 66 cents; and for the all- 
rail transportation of starch in carloads from Cedar 
Rapids, Ia., to Galveston and Houston, Tex., rates 
which shall not exceed the all-rail rates on starch in 
carloads contemporaneously in effect over their lines 
from Keokuk, Ia., to said Texas points. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Dec. 15, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by 
not less than 30 days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of corn oil in carloads from Cedar Rapids, Ia., to 
the below-named points, rates which shall not exceed 
the following, in cents per 100 pounds, viz.: Chicago, 
Tll., 11 cents; Peoria, Ill., 9% cents; St. Louis, Mo., 12 
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cents; St. Paul, Minn., 17 cents, and Winona, Minn., 17 
cents. 
It is further ordered That award -of reparation 
herein be deferred pending presentation of proper proof. 
And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


SUSPENDED TARIFFS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

October 2, issued October 3, in I. & S. No. 525, the 
Commission suspended from October 5 until February 2 
schedules in Supplement No. 15 to Southern Railway I. C.C. 
No. C-1463. The schedules increase rates on bituminous 
coal from southern Illinois to Omaha and points grouping 
therewith. The present rate from Belleville, Ill., to Omaha 
is $2.05 per net ton, while the proposed combination rate 
is $2.25 per net ton. Rates to other points are also 
increased 20 cents per net ton. 

October 2, issued October 3, in I. & S. No. 526, the 
Commission suspended from October 5 until February 2 
items 270-A and 271, Supplement No. 17 to Countiss’ I. C.C. 
No. 978. The items change rates and regulations applica- 
ble to cotton from points in California and other western 
states to points in Texas, East St. Louis, Ill., and other 
Mississippi River crossings. The present rate on cotton 
C. L. from El Centro, Cal., to East St. Louis, Ill., is 95 
cents per 100 pounds. This rate includes a charge of 
10 cents per 100 pounds for compressing in transit, and 
shipments are also subject to storage in transit privileges. 
The proposed rate, which is 85 cents per 100 pounds, is 
applicable on cotton in bales, compressed to a density of 
22% pounds per cubic foot, not subject to storage in transit 
nor compression, and the proposed rate on cotton uncom- 
pressed in carloads is $1.15 per 100 pounds. Rates to other 
points are likewise affected. 

September 29, issued October 5 (first supplemental 
order), in I. and S. No. 523, the Commission suspended 
until January 29 schedules in the following tariffs which 
were to have become effective as indicated: 

Alabama Great Southern—Sup. 2 to I. C. C. No. 1182, 
effective October 20. 

Central Indiana—Sup. 1 to I. Ce C. 
October 22. 

Chicago, Burlington & Quincy—Sup. 1 to C. B. & Q. 
I. C. C. No. 11084, effective October 15. 

Chicago Great Western—Sup. 5 to I. C. C. No. 4924, 
effective October 20. 

Chicago, Indianapolis & Louisville—Sup. 1 to I. C. C. 
No. 3109, effective October 15. 

Chicago, Terre Haute & Southeastern—Sup. 2 to 
I. C. C. No. 229, effective October 15. 

The Denver & Rio Grande—Sup. 4 to I. C. C. No. 
2407, effective October 15. 

Elgin, Joliet & Eastern—Sup. 2 to I. C. C. No. 1432, 
effective October 20. 

Illinois Central (northern and western lines)—Sup. 
2 to I. C. C. No. A-8600, effective October 16. 

Peoria Railway Terminal—Sup. 1 to I. C. C. No. 15, 


effective October 16. 
The suspended schedules increase the demurrage 


charge on perishable freight, in refrigerator cars, from 
$1 per car per day in excess of free time allowed, to an 
additional charge of $2 per car per day or fraction thereof 
for the first two days after free time allowed, and addi- 


No. 241, effective 
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tional charge of $3 per car per day or fraction of a day 
for each succeeding day until car is released. 

September 16, issued October 6, in I. & S. No. 47], 
the Commission further suspended from October 13 
until April 13, item 175,.in St. Louis & San Francisco, 
I. C. C. 6706. The item increased rates on grain and 
grain products from points in Kansas and Nebraska 
located on the C., R. I. & P. to points on the St. Louis 
& San Francisco in Oklahoma, the operation of which 
was suspended from June 15 until October 13. 

September 16, issued October 6, in I. & S. 472, the 
Commission further suspended from October 13 until 
April 13 Morgan’s Louisiana & Texas I. C. C. 2829-B. 

The tariff cancels distance class rates between points 
on the Baton Rouge Branch of that road, Lafayette to 
Baton Rouge, inclusive, which would leave in effect no 
rates which may be applied on interstate traffic. The 
Operation of this tariff was originally suspended from 
June 15 until October 13. 

September 16, issued October 6, in I. & S. 473, the 
Commission further suspended from October 13 until 
April 13 Rule No. 14-A, first revised page 24 of South- 
ern Pacific I. C. C. 3657. 

The suspended rule contains provisions having the 
effect of increasing the carload minimum on mixed 
shipments of vegetables from San Francisco, Los An- 
geles and other California points to Portland, and other 
points in Oregon, the operation of which was suspended 
from June 15 until October 13. 

September 16, in I. & S: No. 475, the Commission 
further suspended from October 18 until April 18 the 
operation of schedules in the following tariffs: 

The Baltimore & Ohio—Coal and Coke Series, I. C. 
C. Nos. 1029, 1030, 1031, 1032, 1033. 

Buffalo, Rochester & Pittsburgh—Supplement No. 6 
to I. C. C. No. 4671. 

Coal & Coke—I. C. C. Nos. 266, 267. 

New York Central & Hudson River—Supplement 
No. 5 to I. C. C. No. C-765. 

Pennsylvania Railroad; Northern Central Railway 
Co.; Philadelphia, Baltimore & Washington Railroad Co.; 
West. Jersey & Seashore Railroad Co—I. C. C. No. 
AA-651. 


The Western Maryland—I. C. C. Nos. 4843, 4844. 


The schedules increased rates on bituminous coal 
from mines in Pennsylvania, Maryland and West Vir- 
ginia to Philadelphia, Pa., and Wilmington, Del., on 
traffic destined to points inside the Delaware Capes, 
and from said mines to Baltimore, Md., on traffic des- 
tined to points inside the Chesapeake Capes. The 
operation of these schedules was originally suspended 
from June 20 until October 18. 


DEMURRAGE TARIFFS FILED 


THE TRAFFIC SERVICE NEWS BUREAT 
Colorado Building, Washington, D. C. 


The eastern carriers are filing tariffs increasing de- 
murrage charges on refrigerator cars similar to the ones 
sent to the Commission first by Chicago lines and then 
by carriers in Western Trunk Line territory. The Com- 
mission has already’ issued two suspension orders, and 
it is taken for granted that like orders will be issued, 
with respect to all the tariffs, because the facts that 
caused the original suspensions apply to the tariffs that 
are now coming in. 
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INTERMOUNTAIN RATE HEARING 


Evidence on Application of Rail Carriers for Re- 
lief on Heavy Commodities Moving by 
Sea, Heard In Chicago 





Hearing in the intermountain fourth section applica- 
tion cases was begun before Examiner Thurtell of the 
Interstate Commerce Commission in Chicago Tuesday. 
The proceeding is an application by the rail carriers for 
“greater relief” than was afforded by the Commission’s 
intermountain rate order, the legality of which was sus- 
tained by the U. S. Supreme Court. All rates included 
in that order are now in effect except those on com- 
modities in what is known as schedule C, including 107, 
heavy commodities which move by sea in large volume. 
As to these commodities, the carriers believe they should 
have relief from that part of the order forbidding any 
departures from the long-and-short-haul rule on shipments 
between the Missouri River and Pacific coast terminals, 
It is argued that more relief is required if the railroads 
are to carry remunerative rates to intermediate points 
without being forced to give up traffic to the more dis- 
tant points to which water competition forces low rates. 

There was a large number of appearances entered 
in the case, including representatives of the state com- 
missions of Nevada, Arkansas, New Mexico, Idaho, Kan- 
sas, Nebraska and Montana, the western and transcon- 
tinental rail carriers and chambers of commerce and 
similar organizations from all over the country. The 
interests involved are diversified and relations are com- 
plicated. 

The position of the carriers was set forth by Charles 
Donnelly of the Northern Pacific. He said that on the 
commodities in schedule C the existing rates were just 
and reasonable for the service performed, and the car- 
riers ought to be allowed to make rates to terminals 
without reference to these intermediate points. A de- 
nial of the application of the carriers, he said, would 
mean that they would have to go out of the business 
of moving any of these commodities in competition with 
water carriers. He said he did not wish to be under- 
stood as meaning that the roads had formally decided to 
take such a course, for no such step had been taken, 
but with the water carriers, since the opening of the Pan- 
ama Canal, making lower rates than the rail carriers 
will be permitted to make if the Commission’s order is 
to stand, there would be nothing else to do. 

Hastings and Baird. 

The two witnesses of the day were Paul Hastings, 
assistant general freight agent of the Atchison, Topeka 
& Santa Fe, at San Francisco, and John B. Baird, freight 
traffic manager of the Northern Pacific, both for the 
carriers. The latter was examined by Mr. Donnelly and 
the former by H. A. Scandrett of the Union Pacific. They 
presented exhibits of figures to show the volume in which 
the commodities in question: were moving, the great re- 
ductions in water rates that have been made since the 
opening of the Panama Canal, and the difference between 
water and rail rates. It was shown that in a great num- 
ber of instances, where the water carriers had formerly 
quoted no rates, they were now quoting lower rates on 
certain of these commodities than the rail carriers would 
be permitted to quote. As examples of reductions in 
water rates since the opening of the canal, the following 
may be cited: Bags and bagging, reduced from 55 cents 
to 45 and 50; canned beans and peas, reduced from 55 
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to 45 and 50; canned corn, reduced from 60 to 50; fish, 
reduced from 60 to 50; milk, reduced from 60 to 50; 
cocoa beans, reduced from 60 to 50; green coffee, 60 to 
50. All these are carload rates. 

Mr. Hastings testified that conditions had changed 
greatly since the intermountain rate order was issued by 
the Commission, the change being due to the opening 
of tne canal the middle of last August. He is daily re- 
ceiving by telegraph, he said, from his company’s agents 
news of lower rates promulgated by the water carriers. 
He had received some the night before. ; 

Mr. Baird said a denial of the application of the 
carriers would mean a loss of about $200,000 a year to 
his road. That is the amount now received in freight 
by his road on the commodities in question, and he figured 
that all of this traffic, or practically all of it, would be 
lost if relief is not afforded. 

H. F. Bartine, chairman of the Nevada public service 
commission, sought to bring out that this was only an 
estimate. Mr. Baird said, of course, it was an estimate, 
because none of the rates from which relief is asked had 
yet gone into effect. 

Mr. Baird said that with the relief asked the Union 
Pacific could increase its westbound loaded car movement 
100 cars a day, without any appreciable additional out-of- 
pocket expense. Mr. Bartine interrupted again to ask 
if it did not cost more to move a loaded car than an 
emrty one, and Mr. Baird replied that about the only 
additional expense was in the cost of fuel. 

Plaisted Testifies. 

Wednesday’s session was chiefly occupied by the testi- 
mony and cross-examination of F. H. Plaisted, assistant 
director of traffic of the Southern Pacific. Mr. Baird 
was cross-examined also in the afternoon. Mr. Plaisted’s 
cross-examination was by Mr. Bartine of the Nevada 
commission, with now and then a question by someone 
else. The cross-examination was severe, and there were 
several lively passages. 

He testified to greatly changed conditions, caused 
by the opening of the Panama Canal. Now, he said, 
the South Atlantic and Gulf ports occupy the same 
status as to transportation to the Pacific coast as the 
Atlantic seaboard near New York: This change has 
taken place, he pointed out, since the intermountain 
cases were dealt with territorially by the commission. 
He showed how the water lines have stretched west 
even as far as Chicago, and are drawing traffic from 
a greatly increased area. 

He gave examples of freight moving from the Bir- 
mingham, Ala., district through the Panama Canal to 
the Pacific coast, though no rates of this kind were 
ever heard of before the opening of the canal. From 
Birmingham, he said, the rate on iron pipe was $13 
a ton by rail as against $10 a ton by rail to New Orleans 
and ocean to San Francisco. .He said it was the inten- 
tion of the rail carriers to apply a 55-cent rate on this 
traffic, and he hoped they could retain a good share of 
it at that rate. A large traffic from that district, he 
said, would be diverted to the ocean lines unless the 
rail carriers were permitted to make low rates to the 
coast. 

In answer to questions, he said that, assuming that 
present rates to intermediate points are fair and reason- 
able in themselves, he could see no reason why they 
should be disturbed because the carriers desired to 
make lower rates to the coast to meet ocean competi- 
tion. It made no difference to the man in Reno, he 
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said, whether the ocean lines or the rail carriers got 
the freight, and if the rail carriers did not meet the 


rates the ocean lines would certainly carry the freight. 


The ocean lines, he said, were making the rates—not 
the railroads. 

Mr. Bartine could not seem to get this point of 
view, and kept interpreting what the witness said to 
mean that it made no difference to the man in Reno 
whether or not he paid a higher rate than the man 
on the coast. Mr. Plaisted repeatedly corrected him 
and insisted that the rates the railroads wished to 
make to the coast have nothing to do with the rates 
to intermediate points. 

Plaisted Sums Up. 

“If they are not reasonable per se,” said he, “I sup- 
pose the Commission will see that they are made so, 
but if we wish to meet water competition at the coast 
with lower rates I can’t see why we should not be per- 
mitted to do so. Our action will not hurt the man at 
an intermediate point. It makes no difference to him 
whether the movement is by rail or by water, and if 
we don’t meet the rates the movement will be by water. 
That is all there is to the question.” 

As instances of the encroachment of water carriers 
on the business formerly carried by the railroads, he 
mentioned the Union Bag and Paper Co. of Sand Hill, 
N. Y., which is now usingY th Panama Canal, and a 
manufacturer of catsup at Rochester, N. Y.,now using the 
canal at a saving of about $140 a car compared to what he for- 
merly paid the railroads. This diversion, he admitted, was 
due partly to increased sailings and expedited service on 
the part of the water lines and not all to low rates. 
He cited a ship that sailed from Boston August 23 for 
the Pacific coast carrying 100 cars of nails from Wor- 
cester, Mass.; 140 cars of structural iron from Penn- 
sylvania points; 50 cars of wire fencing from Penn- 
’ sylvania points; automobile tires from Massachusetts; 
paper from Maine; electrical machinery from Lynn, 
Schenectady and Pittsfield; 20 cars of printers’ ink 
from Massachusetts. and four cars of boilers from Mas- 
sachusetts. All this would formerly have moved by 
rail, he said. 

As instances of the spread to the west of the 
activity of the water lines, he cited a movement of 
1,200 tons of rails from Lorain, O., and a similar ship 
ment from Youngstown, O. In 1913, he said, the total 
movement of rails by sea was 690 tons, only a little 
more than half as much as this one shipment from 
Lorain. Before the opening of the canal, he said, the 
sea movement of rails was entirely from points on the 
coast. He said that even from Chicago shipments were 
being made to the Pacific coast via rail to New York 
and thence by sea through the canal. He cited paper 
pails as an example of this movement. 


Source of Supply Shifting. 


As an example of how the opening of the canal 
and consequent ocean shipment is operating to transfer 
the source of supply from the middle West to the East, 
he cited the case of the Patton Paint Co., which has 
plants at Milwaukee and at Newark, N. J., and has 


formerly supplied its shipments to the Pacific coast 
‘rom the Milwaukee plant. Now, he said, such shipments 


are made from Newark. 

Mr. Bartine asked the witness to tell him how it 
vas possible for there to be any general movement of 
‘reight from Chicago by water to the Pacific coast 
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instead of by rail directly west, when, in order to 
make the shipment by sea, it was necessary to ship 
east by rail 1,000 miles to New York, then transfer 
to ship, then transport by vessel 6,000 miles to San 
Francisco, and then transfer to rail again for distribu- 
tion among California points. Mr. Plaisted replied that 
it was a condition and not a theory that had to be 
met, and the answer was that shipments were being 
made in that way. 

_ Mr. Bartine asked if it was not a fact that the 
Commission had allowed Chicago a differential of 25 
per cent in order to meet the very situation described, 
and Mr. Plaisted admitted that this was true, but in 
answer to further questions he said the 25 per cent 
was not enough. 

Mr. Plaisted, when asked in regard to some specific 
rates the roads were asking permission to apply on 
shipments to the Pacific coast if they were fairly re- 
munerative, said he would not say that they were, but 
that his road believed there was some profit to be had 
in the business. Mr. Bartine tried to make the point 
that if 55 cents was a profitable rate from Birming- 
ham, for instance, to the coast, then it would be still 
more profitable if the haul ceased at Reno, and that for 
that reason intermediate points ought to have the 
benefit of any reduced rates made to the coast. But 
Mr. Plaisted would not argue that point except to insist 
that the two matters had no relation to each other, 
and that if the rates to intermediate points were rea- 
sonable and fair those points should have nothing to 
say in the matter of competitive rates to the coast. 
“These rates we.wish to make would help us,” he said, 
“and they wouldn’t hurt you. That’s all there is to it.” 


Cross-Examination of Baird. 


Cross-examination of Mr. Baird brought out the 
great interest being taken by the railroads in the 
transference of the source of supply from the middle 
West to the East, as illustrated by the case of the 
Patton Paint Co. 

He testified that the “out-of-pocket” cost to the 
Northern Pacific on its business to the Pacific coast 
was small because of the heavy movement of lumber 
over his line from West to East. He answered a 
multitude of minor questions of local concern to the 
many interests represented at the hearing. 

It was brought out by him that even the rates 
the railroads ask permission to apply will not be as 
low as the ocean rates, but he said the roads figured 
that their service was worth more, for various reasons, 
among them privileges of milling and fabrication and 
of reconsignment in transit. He said the roads were 
putting their rates as high as they could and hope to 
get the business. 

He remarked, casually, in passing, that if the Com- 
mission did not permit the roads to put into effect the 
low rates they proposed to the coast, and in consequence 
they lose all this vast tonnage to the ocean carriers, it 
would probably be necessary to make some readjust- 
ment of rates to intermediate points on freight that 
remained to them in order to make up for the loss. 

Passage at Arms. 

At Thursday’s session Mr. Bartine and Mr. Plaisted, 
who had returned to the witness chair to answer a 
few questions, had a little passage at arms. Mr. Plaisted 
had answered a question by Mr. Bartine, saying that 
certain methods of making rates did not constitute a 
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system of rate making, but wer used in special cases to 
meet specific conditions. 

You are the first railroad man I ever heard say 
that,” said Mr. Bartine. 

“It is the truth, nevertheless,’ replied Mr. Plaisted. 

“It is not the truth,’ returned Mr. Bartine. 

“I object to that remark,” said Mr. Plaisted. 

Later Mr. Bartine apologized and asked that the re- 
mark be stricken from the record. His efforts to bring 
into the cross-examination argument as to certain phases 
of the intermountain situation that have been passed on 
by the Commission caused frequent objection from the 
railroad attorneys and an admonition from the examiner 
that it would be well to confine the proceeding as far 
as possible to the introduction of evidence and proper 
cross-examination without going too much into argument. 

Mr. Hastings was cross-examined by Mr. Bartine with 
a view to discrediting his figures showing the amount 
of traffic that has been taken by the ships from the rail 
carriers since the opening of the Panama,Canal. The 
September figures offered by Mr. Hastings had indicated 
that if that ratio was continued the water carriers would 
carry about 900,000 tons a year from Atlantic coast ports 
to the Pacific coast, about twcie as much as ever before. 
Mr. Bartine asked why Mr. Hastings had not given 
figures to show how much the railroad tonnage had in- 
creased in September instead of how much the ocean 
tonnage had increased. Mr. Hastings said the railroad 
figures could not be obtained. Mr. Bartine thought that 
peculiar and remarked that such figures would be much 
more valuable than the ocean figures. He also thought 
that figures for September, the first full month of the 
canal’s operation, were hardly a fair basis on which to 
make computations of averages, for the reason that much 
of the tonnage might have been held back waiting for the 
opening of the canal. 


PERSONAL NOTES 


C. W. Westbury, assistant general agent of the South- 
ern Railway, has been promoted to general agent, with 
office at Washington, D. C., vice L. S. Brown, who died. 

The Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Co. announces that Gordon Alexander is appointed 
general eastern freight agent, with headquarters at New 
York. 

E. E. Wieland has been appointed general agent of 
the Chicago & Eastern Illinois Railroad at Evansville, 
Ind.. succeeding F. P. Jeffries, who retired, effective 
October 1. 

Joe Angell, for ten years with the Cotton Belt Route, 
and president of the Chicago Transportation Association 
1910-11, as manufacturers’ and importers’ agent, is han- 
dling a number of brands of cigars in Chicago. 

Stuart A. Allen general agent, freight department, 
B. & O. S. W.C., H. & D., has been appointed general 
manager of the Continental Line and Central States Des- 
patch, effective October 15, to succeed T. H. Noonan, who 
died. 

At the annual meeting of the board of directors of the 
Winston-Salem Southbound Railway Co. the following offi- 
cers were elected: H. E. Fries, president and general 
manager; S. P. Collier, Jr., traffic manager; W. H. John- 
son, general superintendent. 

B. I. Spock, counsel for the New York New Haven 
& Hartford Railroad Co. for Connecticut, has been ap- 
pointed general solicitor of the company. He reports to 
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E. G. Buckland, general counsel and vice-president. Mr. 
Spock’s office continues at New Haven, and counsel for 
the several states will report to General Solicitor Spock. 

W. H. Chandler, assistant traffic commissioner - of 
the Merchants’ Association of New York has gone to 
Boston to become manager of the transportation depart- 
ment of the Chamber of Commerce in the position left 
vacant by the death of D. O. Ives. He was formerly 
assistant to Mr. Ives at Boston, from which place he 
went to New York. 

Frank Rochambeau, traffic manager and general eastern 
representative of the American Chain of Warehouses, 
Inc., New York City, and secretary of the Brooklyn Traffic 
Club, was born in St. Joseph, Mo., July 5, 1876. He en- 
gaged in railroad work soon after leaving school. His 
first position was in the office of the old Hannibal & 
St. Joseph Railroad, at which time W. C. Brown, late of 
the New York Central Railroad. was at: St. Joseph as 
superintendent of the Missouri lines. In 1902 Mr. 
Rochambeau accepted a position with the Rock Island 





FRANK ROCHAMBEAU. 


Railroad in the local freight offices at St. Joseph and 
was later transferred to Des Moines, Ia., as chief clerk 
in the freight department. He held this position until 
1906, when he took the general management of a terminal 
company at that point, which position he held until going 
to his present position in New York. He represents about 
fifty of the largest terminal companies and public storage 
warehouses in the principal gateway cities of the United 
States and Canada. He is a member of the Traffic Club 
of New York and the Newark Traffic Club. 

S. MacClurkan, district freight agent of the St. Paul 
at Chicago, has been transferred to Milwaukee as com- 
mercial agent, succeding A. A. Wilson, who has been 
made division freight and passenger agent, with head- 
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quarters at Davenport, Ia. J. M. Arnold, who has for 
several years been connected with the general freight 
department in Chicago, has been appointed traveling 
freight agent. 


DOINGS OF THE TRAFFIC CLUBS 


At the next regular meeting of the Transportation 
Club of Lima, O., at the Norval Hotel, Wednesday evening, 
October 14, election of officers will follow the regular 
session. 

The annual fall dinner of the Traffic Club of Phila- 
delphia will be held at Kugler’s at 6:30 p. m., October 12. 
The speakers will be Joseph W. Folk, chief counsel of the 
Interstate Commerce Commission, and W. H. Berry, col- 
lector of the port of Philadelphia. 





AUGUST RAILROAD FIGURES 


THE TRAFFIC SERVICE VEWS BUREN". 
Colorado Building, Washington, D. C. 
The Interstate Commerce Commission Oct. 3  pub- 
lished the first official figures concerning the financial 
results of railroad operations in August, the first month 
of the European war, which paralyzed the credit and 
exchange machinery of the world. The figures, made up 
from reports from forty-four railroads, having a mileage 
of 74,900, or about one-third of the total, indicate only a 
small loss in net revenue compared with August, 1913, 
which was the most prosperous in the history of American 
railroads. 


These roads suffered a reduction in their operating 
revenues for the month amounting to $6,592,666. At that 
ratio, the loss in their revenue account, for the month, will 
total about $19,770,000. In August, 1913, they took in over 
their counters at passenger stations and freight houses 
$114,245,447. During the first month of the European war, 
so far as reported, they took in $107,652,701. During the 
month their operating expenses, compared with August, 
1913, fell off from $79,102,320 to $72,517,744, or $6,584,546. 
That is to say, they cut their operating expenses almost 
exactly the amount that their operating revenues declined. 

In August, 1913, the net operating revenues for the 
roads covered in the report amounted to $35,143,143, while 
in August, 1914, notwithstanding the war and the $6,592,- 
666 fall in operating revenues, they amounted to $35,135,- 
037, or only $8,090 less than August in the most prosperous 
year. 

It is to be noted in this connection that the net oper- 
ating revenue does not mean that that much money was 
available for dividends. No deduction is made from them 
for taxes and losses that may have been made in hotel or 
amusement operations. Inasmuch as taxes have been going 
up and that this has not been a good year for “outside 
operations,” the net income will be less than the $35,135,037 
before stated. 

Taking July and August together and comparing them 
with July and August of 1913, this partial report for 
August shows a smaller effect from the war than might 
be imagined. During the two months (the first of the 
current fiscal year) the operating revenues declined from 
$224,634,097 to $211,257,646, a loss of $13,376,451. That 
shows the loss in operating revenue in July to have been 
greater than for the corresponding part of August. 

The eastern district, which is asking for the 5 per 
cent increase, makes a good net revenue showing, not 
only for August, but for the two months of the current 
fiscal year. 





THE TRAFFIC WORLD 


The railroads covered by this report had a. 


689 


greater net revenue (not net income) for August and for 
the two months than they had during the corresponding 


period of 1913. 
Their gross, of course, fell.off in both months, the fall 


in August: being from $70,224,139 to $65,412,663 and for 
the two months from $137,755,027 to $127,610,164. Their 
expenses, however, fell in excess of their total operating 
revenues, hence the greater net revenue. The fall in 
expenses during August was from $49,452,366 to $43,724,- 
399, and for the two months from $98,299,729 to $87.- 
241,008. . 

Those figures also reveal the fact that comparing day 
by day and road by road, the loss in July was greater than 
in the first war month. In August the loss in operating 
revenue was $4,831,476 and in July it was $5,312,387. 

The smaller reduction in operating revenue backed by 
the greater reduction in expenses enabled the eastern 
district roads to increase their net operating revenue for 
August, 1914, over August, 1913, from $20,771,773 to 
$21,688,264, or an increase, in net over August, 1913, of 
$916,491. The losses caused by the war were borne by the 
employes who were furloughed and the railroad supply 
men who did not .get as large orders during July and 
August as they did during the corresponding months 
in 1913. 

This improvement, not in the general business of roads 
in the eastern district, but in their net operating revenues, 
is shown in another way by their increase of net per mile 
of line operated from $709 to $742 for August and from 
$1,346 to $1,379 for the two months of the current fiscal 
year. 

While the war has banked cotton up at ports and at 
interior warehouses, southern district roads did not make 
as great a loss by reason of the war as might be thought. 
Their operating revenue during August ran down, in com- 
parison with August of 1913, from $14,133,153 to $13,885,- 
582, a loss of $247,571. For July and August it ran down 
from $27,949,338 to $27,861,341, a loss of $187,997. 

The southern roads, however, suffered their losses in 
operating revenue before they could retrench on their 
expenses. They were able to cut them during August 
from $10,873,095 to $10,631,275, or $241,820, which is less 
than the loss in operating revenue. During the two 
month period they had an increase in expenses from 
$21,603,120 to $21,615,051 of $11,931—not much, of course, 
but considerable when the reduction in operating revenue 
for August amounted to $247,571. Their net for August 
declined from $177 to $175 per mile and for the two 
months from $344 to $338. 

The war had a beneficial effect in the western district 
if the fact that there was a smaller decline in the operat- 
ing revenues in that month than in the preceding one is 
a criterion. The decline in August was from $29,888,158 
to $28,354,236. or $1,533,922. The decline for the two 
months was from $58,929,732 to $55,786,141, a loss of 
$3,143,591, showing that the decline in July was $1,609,669, 
while in August it was only $1,523,853. 

The operating expenses declined in August from 
$18,776,859 to $18,162,070, or $514,789. During the two 
months they declined from $37,511,999 to $35,988,146, or 
$1,523,853. In August the net operating revenue declined 
from $11,111,295 to $10,192,166, a loss of $919,129. These 
figures make a decline in net per mile of road for August 
from $414 to $375 and for the two months from $799 to 
$729. 

More August Figures.. 

On a smaller volume of business, the railroads of 
the country, during August, made a larger net operating 
revenue than they did for the corresponding part of Au- 
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gust in 1913. That 1s the most striking fact in the second 
summary of the result of operations given out by the 
Commission on October 6, covering reports in hand at 
1 o’clock October 5. On a smaller volume of business 
their net for July and August of the current fiscal year 
is greater than it was in the corresponding time of 1913. 

The October 6 report covers 139 roads having a 
mileage of 183,137. Their operating revenue for the month 
was $217,738,974, as against $227,422,315 in August, 1913. 
Their expenses, however, fell considerably mroe than 
their revenue, hence the greater net, the reduction in 
expenses being from $157,539,435 to $145,711,995. That 
resulted in an increase in the net operating revenue from 
$69 882,880 in August, 1913, to $72,026,979, or from $386 
to $393 per mile of line. 

The reporting roads in the eastern district, having 
a mileage of 47,206, suffered a drop in orerating revenue 
from $104,281,719 to $97,522,129. But their expenses fell 
from $74,142,187 to $65,678,949, so that the net ran up 
from $30,139,532 to $31,843.190, or from $638 to $674 rer 
mile. 

The southern district roads, having a mileage of 
43,934, notwithstanding that they are -the originating car- 
riers for the cotton crop, are no exception to the rule 
about a larger net. Their volume of revenue declined 
from $31,570,620 to $31,042,076, but the reduction in their 
expenses was so great, from $23,538,762 to $22 870,315, 
that their net ran up from $8,031,858 to $8,171,761, or 
from $238 to $240 per mile. 

The western district roads, having a mileage of 101,- 
997, also followed the rule shown in this report. They 
had smaller revenues, smaller expenses and an increased 
net. Their operating revenue amounted to $89,174,759, 
as compared with $91,569,976 in August, 1913. Their ex- 
penses decreased from $59,858,436 to $57,162,731 and their 
net increased from $31,711,490 to $32,012,028. Owing to 
their increased mileage, however, the net per mile de- 
clined from $317 to $314. 

The rule with regard to decreased operating revenues 
and expenses and increased net also holds good with 
regard to the two months of the current fiscal year. For 
the two months the operating revenue for the whole 
country fell from $445,625,721 to $426,558,710. The ex- 
penses declined from $311,859,852 to $290,770,348, causing 
a rise in the net from $133,765,869 to $135,798,362, or from 
$739 to $741 per mile. 

In the eastern district the operating revenue declined 
from $204,152,956 to $189,755,790. The expenses fell from 
$146,851,332 to $131,145,437, so the net increased from 
$57,301 624 to $58,610,353, or from $1,213 to $1,241 per mile. 

In the southern district the gross revenue fell from 
$62,067,891 to $61,885 215. The expenses were cut from $46,- 
569,014 to $46,047,902. That caused the net to rise from 
$15,498,877 to $15,837,313, or from $459 to $465 per mile. 

The western district had a decline in gross from 
$179 404,874 to $174,927,705. Expenses were cut from 
$118,439,506 to $113,577,009, causing an increase in net 
revenue from $60,965,360 to $61,350,696. The increase in 
mileage caused the net per mile to decline from $610 to 
$602. 





MISSOURI .INCREASES DENIED. 

The Missouri public service commission October 6 
refused to grant the petition of the trunk line railroads 
for permission to increase their passenger rates within 
the state to 3 cents a mile and their freight rates by 
increases varying from 50 to 225 per cent, 
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CAR SURPLUSES. AND SHORTAGES 





The American Railway Association's statement of 
car surpluses and shortages for October 1, 1914, shows a 
further decrease of 4,726 in surplus cars, leaving a total 
of 133,382 cars. The total surplus Oct. 1, 1914, was 133,- 
382 cars; Sept. 15, 1914, 138,108 cars; Oct. 1, 1913, 41,994 
cars. The reduction in surplus is about equally divided 
between box, coal and miscellaneous cars. There is little 
change in the flat car surplus. 


4ae total shortages Oct. 1, 1914, was 2,355 cars; 
Sept. 15, 1914, 2,059 cars; Oct. 1, 1913, 31,620 cars. The 
total shortage shows an increase of 304 cars since the 
September 15 report. 


SURPLUSES. 


Coal, 
Gondola 
and Other 
Date. Box Flat Hopper. Kinds. Total. 
Oct Dy RUEGS vn 6 6 eo 55,615 9,296 37,996 30,475 133,382 
Sept. 15, 1914........ 57,499 8,501 39,558 32,550 138,108 
a > eer 76,386 7,356 46,141 35,361 165,244 
, ee SS are 72,371 5,965 82,284 38,378 198,998 
a Ye $1,599 6,490 91,280 41,506 220,875 
= ie tf | Re 90,136 7.575 94,770 50,091 242,572 
May rere 76,000 9,045 100,399 45,089 230,533 
Dawe: . 2. BOG. cnccces 56,46 10,835 41,055 33,170 141,525 
March 1, 1914........ 52,691 10,892 64,822 31,075 159,480 
Feb. eee 74,301 13,387 85,489 38,783 211,960 
Jan, ee a Xian che 73,825 10,535 72,535 33,626 190,521 
ES 26,191 4,640 17,621 19,014 67,466 
a A 13,229 3,372 6,720 14,955 38,276 
Oct. es 16,087 3,164 7,953 14,790 41,994 
a i: ee 42,992 4,148 8,689 17,747 73,576 
Aug, eS a's andae-e 32,673 2,788 8,810 25,445 69,716 
Sumo. 90, TBAB. <2 20 cas 34,685 3,084 11,055 21,916 70,740 
May $1, 1918. ...cs0 23,849 3,172 11,601 21,669 60,291 
SHORTAGES. 
Coal, 
Gondola 
an Other 
Date Box Flat. Hopper. Kinds. Total. 
Oct. Be anata 0's 484 563 772 536 2,355 
age) SS! eee 1,514 114 191 240 2,059 
SSS SS 1,646 123 66 265 1,918 
mu: ~ “2, BSS Sk ke 1,287 286 110 650 2,333 
( 5 ae 634 139 430 130 1,333 
wae - 2. Weck cs cee 453 297 7 13 770 
as SO ee 1,403 48 29 174 1,654 
Be %, FERB. 6 vsic0x.s 1,030 169 615 199 2,013 
March 1, 1914........ 2,983 169 1,394 1,027 5,573 
ay Re 6 cee 1,387 310 102 483 2,282 
Jan, a ad <a a 1,070 434 57 110 1,671 
Se See 3,699 482 5,095 936 10,212 
Nov B Bclnia 2% 010 22,918 1,531 12,595 3,074 40,118 
Oct, Eee ones ss 17,278 1,957 10,393 1,992 31,620 
Geet; . 1, M88... 6005 7,627 1,766 5,209 668 15,270 
Be. By. SE hove ee ,589 1,332 4,029 311 11,261 
Jeane 30, 1918... : 2... 2,362 1,470 2,821 383 7,036 
May 31, 1913........ 4,163 1,656 3,109 455 9,383 


I. AND S. AND OTHER ORDERS 





THE TRAFFIC SERVIOE NEWS BUREAU, 
Colorado Building, Washington, D. C- 


The Commission has vacated as of October 15, I. & S. 
No. 401, made March 12, 1914, which suspended Hosmer’s 
supplement No. 16 to I. C. C. No. A-338 to June 15 and then 
to Jan. 13, 1915. The supplement increased rates on 


potatoes to stations in Missouri, Arkansas and Oklahoma. 


The complaint in Docket No. 5431, Corporation Com- 
mission of North Carolina vs. Southern Ry. et al., has been 
dismissed at complainant’s request. 

The Saginaw & Manistee Lumber Co., the Arizona 
Lumber & Timber Co., the Greenlaw Lumber Co. and the 
Flagstaff Lumber Manufacturing Co. have been permitted 
to intervene. in Docket No. 7091, Charles R. McCormick & 
Co. vs. Southern Pacific et al. 


The carriers having restored the old rates on coffee 
from New Orleans, the order in I. & S. No. 343, suspend- 
ing supplement No. 2 to Emerson’s I. C. C. No. 14, has been 
yacated, under notice issued October 2. 
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- The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
‘ Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


“Henn viner fiir ein Blatt geachrieben hat, so wird er ein guier Freund des Blattes.” 


CHARGE FOR CARRYING BAGGAGE 





Editor THE TRAFFIC WORLD: 


Your editorial, page 566, issue of September 19, rela- 
tive to the charge for carrying baggage, in part says: 

“We can hear the wail of protest that would go up 
from press and public were such a measure seriously 
considered, but why not?” 

When the matter is presented in its proper light I 
feel confident the press and public alike would agree to 
the fairness of the proposition. 

At present and practically since railroads were first 
operated in the United States an allowance of baggage 
to be carried free in the baggage car has been a provi- 
sion of the tariffs. Some years ago this allowance varied 
on different roads, some allowing 100 pounds and in some 
cases 200 pounds, but now practically universally the 
amount of baggage carried free on a full first-class ticket 
is 150 pounds. 

On each passenger train in the United States a bag- 
gage car is attached with a competent and courteous 
(facetious paragraphers to the contrary notwithstanding) 
employe in charge whose duties are almost entirely con- 
fined to handling the baggage and from which the revenue 
to the roads is infinitesimally small compared to the 
service performed, the revenue being only from “excess” 
baggage, or that weight above 150 pounds per passenger. 
This revenue is confined almost exclusively to that de- 
rived from commercial travelers with sample trunks. At 
present the commercial traveler who carries 200 to 2,000 


pounds of excess baggage and pays for that weight prac-. 


tically 15 per cent of the passenger fare for every 100 
pounds of weight in excess of the free allowance of 150 
pounds is the only revenue producer for the railroad. 
He has been educated to the justice of this condition and 
pays his excess without complaint, because he knows 
he gets more value for less money in this than practically 
any other expense he has while “on the road.” 

While I have never seen statistics as to the relative 
amount of free to revenue baggage, I think the figures if 
compiled would show the free baggage well over 99 per 
cent of the total weight. This estimate is based on some 
years’ supervision of the baggage department of a central 
western railroad. 

It occurs to me there can be little argument against 
making a charge of 10 per cent of the passenger fare 
for the first 150 pounds of baggage. Let me illustrate 
a case: 

From Toledo to Chicago the distance is 244 miles 
and the fare is or was $6.10. The transfer company at 
Toledo takes my trunk from the Boody House to the 
Lake Shore depot at a charge of 50 cents, the distance 
being less than three miles. I am satisfied with the 
charge because it is cheaper than I can get it moved in 
any other manner. The Lake Shore road carries this 
150 pounds 244 miles without charge other than the regu- 
lar fare of $6.10, which I would have to pay baggage or 


no baggage. At Chicago I pay Parmelee 50 cents to 
move it to the Auditorium Hotel, a distance of a short 
half mile. Again the charge is not exorbitant. 

Is it in any manner unfair that I be expected to pay 
the Lake Shore road 61 cents for carrying this 150-pound 
trunk 244 miles, when I have paid the sum of $1 to have 
it moved about three and one-half miles? 

On my trip an acquaintance is traveling with only 
hand baggage, yet he pays $6.10 to the Lake Shore road 
for his fare, and I am getting a trunk carried free. 

A considerable business experience, both as shipper 
and railway employe and officer, leads me to believe the 
American public are always willing to pay, and pay lib- 
erally, for a service and I cannot believe there would 
be a wail from press and public if a small charge of 10 
per cent of the passenger fare were made for the first 
150 pounds of baggage and any excess be charged at the 
present rate. 

Such a charge would not be burdensome on any indi- 
vidual and would be nearer an equitable basis as between 
myself who pays 61 cents and has carried 150 pounds 
of baggage and my friend who does not pay the 61 cents 
and has no trunk to move from Toledo to Chicago. 

The Western Carolina Lumber and Timber Associa- 
tion, by whom I am employed, ask only for justice from 
the railroads, and are willing to pay their just share of 
the transportation expense, and no more. All of our 
contests with the railroads which have been decided have 
been decided in our favor for the reason that we asked 
no more than justice. 

I believe every shipper and traveler is willing to pay 
his share. Is it unfair or unreasonable to ask the traveler 
to pay for his baggage when his fellow traveler without 
baggage now pays the same passenger fare? 

A business experience extending over most of the 
United States and part of the Dominion of Canada leads 
me to believe that the number of people who will not 
pay their fair share of a necessary expense is less than 
the percentage of impurities in Ivory Soap. 

George L. Forester, 
Secretary, Western Carolina Lumber and Traffic Assn. 
Asheville, N. C., Sept. 30, 1914. 


CALIFORNIA SWITCHING CASES 





(Resolutions adopted October 2, by the Commercial Club of 
Kansas City, Mo., protesting against the reopening of the 
California switching cases.) 


Whereas, The Interstate Commerce Commission, in its 
Dockets No. 1704, Associated Jobbers of Los Angeles versus 
Atchison, Topeka & Santa Fe Railroad Co. et al., and No. 
1649, Pacific Coast Jobbers’ & Manufacturers’ Association 
versus Southern Pacific Co. and others, by its orders of 
April 5 and 11, 1910, respectively, found that a charge of 
$2.50 per car exacted for delivering and receiving carload 
freight to and from industries located upon spur and 
side tracks within carriers’ switching limits in the cities 
of Los Angeles and San Francisco, Cal., was unlawful 
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when such carload freight was moved incidental to a 
system-line haul; and 

Whereas, The defendant carriers have petitioned the 
Commission for a rehearing of said cases, in which peti- 
tion it is said, among other things: 


It is manifest that the general question of discrimination 
is between the industrial and team track shippers, and that 
under the recent decisions of the Commission the discrimina- 
tion is engendered by imposing the charge at some points and 
not at others, the carriers should be permitted to exercise their 
election of removing this discrimination by withdrawing the 
charges or by following the logical course of conforming to the 
policy announced by the Commission in the industrial railways 
case and in the five per cent rate advance case and make the 
charge uniform in its application. 

It is therefore respectfully submitted that these defendants 
should be permitted to introduce evidence in support of their 
contentions that this industrial switching service is separate 
and distinct from the main line service; that this service is in 
the nature of a special and ancillary service for which reason- 
able charges should properly be made, so that these defendants 
may conform their practice to the policy approved by the 
Commission, thereby removing the discrimination, which will 
be engendered against the team track shippers and the unjust 
preference and advantage which will be given industrial ship- 
pers if the charges are not imposed, and that, to this end, the 
cases should be reopened and a rehearing granted; 


And, Whereas, It is the apparent desire of the carriers 
from the wording of their application for a rehearing to 
gain a modified order of the Commission in these cases 
approving not only the old basis which the Commission 
condemned for application locally in Los Angeles and San 
Francisco, but to secure the Commission’s approval in 
such manner as to justify them to at will separate from 
the line-haul rate, terminal switching services of carload 
shipments to and from private spur tracks of industries, 
assessing therefor an additional charge universally through- 
out the country, especially in the larger cities; and 

Whereas, The finding by the Commission in those 
cases that no special charge was imposed by the carriers 
over and above the freight rate for the receipt or delivery 
of such carload freight at public team tracks and freight 
sheds in their terminals was a condition that obtained then 
and always has obtained universally in this country; 

That the industrials have at their expense provided 
the private tracks serving them, the reservation being 
made in many instances by the carrier who performs the 
actual construction to use said tracks in the receipt and 
delivery of freight for other shippers, at the same time 
exerting preferential control of routing of freight shipped 
by or consigned to said industrials, the title to such 
tracks being and remaining in the railway company, who 
shall have the right to remove said track after the ex: 
piration of the contract under which it was constructed. 

That such spurs are in a real sense a part of the 
railroad terminal, without which the carriers of the 
country at large would be utterly lacking in adequate 
terminal facilities for; that so extensive has become this 
method of direct delivery by rail that it is difficult to 
conceive of any system which might be devised for con- 
ducting the vast volume of heavy traffic without the spur 
track, which serves the elevator, the coke oven, the coal 
tipple, the sawmill, the factory, the blast furnace, the 
stone quarry and the jobbing house. 


In view of which conditions the spur track is a neces- 
sity to both the carrier and the shipper under modern 
conditions of business and transportation and cannot 
properly be viewed as a “plant” facility; and 

Whereas, In this sense, these spur tracks are not 
of the same character as the tracks of short lines of 
railroads were found to be performing free of “additional 
opinion in which case the carriers cite as justification for 
a rehearing herein, the switching here performed being 
a service of transportation, in fact, as distinguished from 
that rendered by short railways, which were found in the 
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industrial railways case, supra, to be “plant” facilities 
conducted as a part of the industrial operations of the pro- 
prietary plant; and 

Whereas, The opinion of the Commission in the five 
per cent case, which is also cited by the petitioning car- 
riers for rehearing herein; did not suggest that this sort 
of switching service should be considered by the car- 
riers “apart from conveyance,” but did refer to certain 
special termina] services and allowances as individual 
railroads were found to be performing free of “additional 
reasonable cnarges for loading and unloading when done 
by the carriers;” and 

Whereas, In our belief, it cannot be found that the 
expense to the carrier of performing switching of this 
sort to and from industries served by these spur tracks 
is any greater than like services sustained as to ship- 
ments delivered upon or taken from public delivery or 
team tracks; 

But that these incidental switching services reason- 
able allowances of division in transit, reconsignment, and 
other similar so-called free services, are a part and parcel 
of legitimate transportation and are included within and 
fully comprehended by the line-haul freight rate; in fact, 
are in usual practice fundamentally considered by the 
carriers in constructing freight rates; 

That the continuance of these legitimate absorptions 
facilitate the handling of freight and promote economy 
therein in the carriers’ operation; 

To eliminate such reasonable and legitimate charges 
from the transportation rate would, in fact, constitute 
confiscation of the valuable rights of the industrial so 
served, and would result in unjust discrimination against 
the industrial track shipper, and undue preference of the 
team track shipper, in violation of the Act to regulate 
commerce, and the common law rights of such shippers; 
therefore, be it 

Resolved, The Commercial Club of Kansas City, Mo., 
hereby protest against the Interstate Commerce Commis- 
sion granting the petition of the carriers and reopening 
the said cases; 

Resolved further, That a copy of this protest be filed 
with the Interstate Commerce Commission in Washington, 
with the request that it be considered by the Commission 
in connection with the application of the carriers for re- 
hearing herein. 


REMEDY FOR THE SITUATION 


(From the Bache Review, October 7.) 

How then can the situation be produced? The power 
is absolutely in the hands of the Interstate Commerce 
Commission. They have restricted the earning powers of 
the railroads, especially since 1910, until to-day the roads, 
largely by reason of inadequate charges, are many of 
them, in the hands of receivers, others are facing bank- 
ruptcy, and only a few of them are making a successful 
showing. 

As a business proposition the railroads are not making 
money, and have not been for a long time. 

They have been compelled to default within the last 
few months on obligations equal to half the national debt. 

Net operating income of all the railroads declined in 
one year to June 30, 1914, 120 millions, and no relief is 
in sight. 

There is only one way to save the situation, and this 
is by a liberal increase in rates. 

This can be done promptly and will be amply effectual 
at once if the increase is large enough. 
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This situation is realized by Congress and by thé 
Pr@@ident, and the latter has recently, in a strong letter, 
called the attention of the country to the facts. 

To his power of public opinion the Interstate Com- 
merce Commission has responded by agreeing to reopen 
the eastern rate case, the decision on which, rendered after 
long months of delay and when the shock of war was 
upon the whole world, left the roads in desperate condi- 
tions, as far as any adequate benefit was promptly ob. 
tainable. But the Commission has, disappointingly, de- 
layed the new hearing a whole month, until October 19. 

As a war measure, for the relief of the entire country, 
it should have received immediate attention. 

Every other agency of the government and every busi- 
ness interest in the country is hurrying all expedients 
necesgary to meet the war emergency. Is it unreasonable 
to ask the Interstate Commerce Commission to do what 
everybody else in the country is doing, from the President 
down? 

In considering this question of the railroads, the pub- 
lic should not let prejudice against officers directors and 
managers cloud their views. These officials are merely a 
part of the machinery of railroads. The real parties 
affected are the thousands and thousands of security hold- 
ers all over the country and representing all classes of 
people and institutions. 

The prosperity of every business man in the United 
States depends upon prompt action. It should be the 
mission of all business men, security holders and chambers 
of commerce to impress upon the Commission their views 
of the importance of immediate and liberal action. 





THE FIVE PER CENT HEARING 


THE TRAFFIC SERVICE NEWS BUREAU 

Colorado Building, Washington, D. C 

Nearly every attorney for big shippers who comes 

to Washington these days brings with him the assertion 
that big shippers dislike the fact that the Commission 





put off the hearing in the five per cent case until October 


19. They assert that a majority of the big shippers are 
more interested in getting a decision, no matter which 
way, than they are in having the Commission set aside 
so much time for the gathering of material. As indi- 
cated by the attorneys, what is most desired is some 
sort of a decision, speedily. 

The other side of the proposition is that the Commis- 
sion cannot come to a conclusion without allowing the 
objectors plenty of time to get into shape such material 
as they desire to present. Among the reports current 
here as to the nature of the fight to be made against 
granting the increase is a showing that if the carriers 
really need higher rates to enable them to get more 
capital or to renew their obligations, that fact is due 
almost wholly to the “watering” of stock and the issu- 
ing of needless bonds in such operations as took* place 
on the Frisco, the Alton and the New Haven. 

It is recalled now that five or six years ago J. Lynde 
Stetson and. Commissioner Clements had an informal, but 
decidedly interesting, exchange of views as to the evils 
of reckless capitalizing, at a dinner at which the lawyer 
presided and at which Judge Clements was one of the 
speakers ‘The Commissioner, advocating control over 
capitalization, said that there must be such a measure 
or else the freight bill payers would soon be called upon 
for rates out of all proportion to the amount of money 
actually invested and devoted to the public service. 

Mr. Stetson, according to the newspaper reports at 
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the time, asked Judge Clements whose business it was, 
or what difference it made to shippers, how much cap- 
ital a railroad company issued so long as it paid its debts 
and rendered service. It is further recalled that Mr. 
Stetson is reported to have told Judge Clements that 
the question was not propounded with a view to having 
him answer it, but merely to have it thought on by those 
present. Judge Clements, however, was given an oppor- 
tunity to make a short answer, because one of the New 

York public utility commissioners yielded part of his 
time because the diners insisted upon Mr. Stetson giving 
time for an answer. 

' That incident is being brought forward now because 
cne of the chief reasons why the railroads are asking 
the increase is that they must keep their credit good 
and attract new capital by being allowed to earn interest 
and dividends on what they have already issued. 


The assertion that half a billion of securities and 
srort-term notes will have to be refunded within the next 
fifteen months is also being inquired into, because some 
G.estion as to the accuracy of the declaration has been 
raised. The amount of short-term notes to be refunded 
or otherwise retired during the probable continuance of 
present conditions is said to be less than $25,000,000, in- 
stead of eight or ten times that amount. 


Thus far those who are going to oppose the increase 
have not given any accurate information as to the lines 
they will follow, but the talk runs along the lines before 
indicated. 


FORMALLY RESUMES WORK 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The Commission formally resumed its conference work 
on Monday morning by giving attention to an accumula- 
tion of routine matters. All members except Chairman 
Harlan were present. Mr. Harlan is still at Essex, N. Y. 
He does not know now when.he will return to Wash- 
ington, but, of course, he expects to be here before Oc- 
tober 19, the day on which the hearings in the five per 
cent case will be resumed. 

Attention on Monday was given to reparations, to ap- 
plications for postponement of the effective date of orders 
so as to allow the preparation of tariffs and to questions 
coming from the board of reference, the subjects being 
brought forward by Commissioner Daniel. 

It is exceedingly doubtful whether any of the big 
questions before the Commission, such as the Los Angeles 
switching, the industrial railways, the spotting charge 
matter, or any of the phases of the advanced rate cases 
will be taken up by the Commissioners this week. The 
chances are they will be laid over until Chairman Harlan 
can come to Washington. That is not because he is 
chairman, but because so many of the matters have been 
handled by him personally and by branches of the Com- 
mission’s force working under his direction. 

It was voted, in the conference on July 10, that a 
positive order should be put out in the industrial rail- 
ways case. That has not been revoked or changed. Its 
execution depends upon the chairman, whose illness has 
probably delayed him a good deal during the summer. 





RAY LINE OPERATION. 
The Trenton Transportation Co. announces that it 
has assumed the operation of the Ray Line between Phila- 
delphia, Burlington and Bristol. 
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Conducted by 
CHARLES CONRADIS, 
Generali Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 


ment of a small fee, = on application. 
Address Legal epartment, The Traffic Service SGureau, 


Colorado Buliding, Washington, D. C 
Delivery at Non-Agency Station. 


Michigan.—“We accepted an L. C. L. shipment from 
one of our connections, charges billed collected, destined 
to a non-agency station on our line, and we presume 
same was unloaded by our train crew at point of des- 
tination, but no notation was made on the waybill by 
the conductor to the effect that same was unloaded. 
Consignee now claims that the goods were not received 
and has presented claim for value of goods. Will you 
kindly advise if at any time there has come to your 
notice a decision by the Interstate Commerce Commis- 
sion holding carriers liable in such cases as above stated?” 

The Commission has never specifically passed upon, 
or issued an order concerning, the carriers’ liability for 
delivery at a non-agency station, which the consignee 
claims has not been made. In fact, this being an action 
in damages, not covered by the Act to regulate commerce, 
the Commission would have no jurisdiction over the same. 
However, the Commission has approved the present 
Uniform Bill of Lading, and paragraph 3, section 5, thereof, 
provides that, “property destined to, or taken from, a 
station, wharf or landing at which there is no regularly 
appointed agent, shall be entirely at risk of owner after 
unloaded from cars,” etc. As a consequence, the carrier’s 
Obligation ceases on a safe unloading at a non-agency 
station, and it is the duty of the consignee to be there 
at the time of train arrival to accept the same. But 
if the carrier cannot show delivery at destination point, 
a jury would be entitled to infer negligence, and hold 
the carrier liable. 7 

* * x 


Stoppage in Transitu. 


Wisconsin.—“We ship goods to a customer in Mis- 
souri on straight bill of lading. Consignee becomes in- 
solvent. We wire delivering transportation line not to 
deliver shipment, but they do so. Is such notice suffi- 
cient, or must proceedings be brought in court?” 

The law clearly is that the shipper can stop goods 
in transit if the consignee becomes insolvent, and the 
insolvent condition of the consignee was not known at 
the time of the sale. In such instances no particular form 
of exercising this right is necessary, and all that is re- 
quired is some act of the shipper countermanding the 
delivery, and the usual mode is by simple notice to the 
carriers, stating the shipper’s claim, forbidding delivery 
to the consignee, and requiring that the goods be held 
subject to the consignor’s orders. Sometimes resort to 
possessory legal action, such as replevin or attachment 
is made, or a bill in equity, but these proceedings are 
unavailable if the carrier has already delivered the goods. 
If notice was given to the carrier before such delivery 
the carrier would be liable to the consignor, at least to 
the extent of the consignee’s indebtedness, for the goods. 
Frequently, however, this general rule of law is changed 
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*by the statutory laws of the place in which the proceed- 


ings are brought. 
%* * * 


Procedure for Reparation in Courts. 


Texas.—“We have recently been awarded by the In- 
terstate Commerce Commission reparation charges to the 
amount of a little less than $900, overcharges in freight. 
The railroads did not construe the tariff as the Interstate 
Commerce Commission construed it, and we heard it 
reported not long since that if the Commission issued 
an order of reparation that the case would be appealed; 
that the railroads would not pay it. Now what we would 
like to know is this: Is there an amount below which 
there is no appeal from the Interstate Commerce Com- 
mission, and to what court would an appeal be taken 
in such a case as ours? Of course, the railroads may 
go ahead and pay the claim, but in any event we would 
like to have the information just as a matter of knowl- 
edge.” 


The Act to regulate commerce does not fix any mini- 
mum sum below which a carrier cannot appeal from an 
order of the Interstate Commerce Commission. Prior 
to the abolishment of the Commerce Court appeals were 
made direct from the Commission to that court, but by 
the “District Court Jurisdiction Act,” which abolished 
that court, venue of suits on orders of the Interstate 
Commerce Commission are now brought in the’ federal 
courts in the particular judicial district wherein resides 
any of the parties to the proceedings. 


However, should the Commission award you repara- 
tion and the carrier refuse to pay the same, it will not 
likely appeal from the Commission’s order, but will prob- 
ably place the duty upon you of instituting an action 
in a District Court for the enforcement of the Commis- 
sion’s order; or the Commission itself might on applica- 
cation institute the action. While the orders of the 
Commission tinding certain rates unreasonable are con- 
clusive and not subject to review by the court, yet in 
the matter of reparation, involving an order for the pay- 
ment of damages this may be reviewed and determined 
by verdict of a jury and judgment thereon, as in ordinary 
trials at common law. 

* a * 

Misrouting Involving Wrong Terminal Delivery. 

Massachusetts.—“A shipment was made from Barre, 
Vt., to Hebron, Ill.; consignor routed same C. M. & St. P. 
Consignor, after receiving bill of lading from receiving 
road, sent same to Boston to have through bill of lading 
made out; same was made out by National Despatch 
Great Eastern Line and through rate inserted by C. M. 
& St. P. representative. It appeared later that the C. M. 
& St. P. had no delivery at Hebron, Ill., but did deliver 
at Armsby, Ill., about four miles distant from Hebron. 
Delivery at Armsby necessitated teaming of the shipment 
to Hebron, and the question is should the railroad have 
made a bill of lading which it could not carry out in the 
matter of delivery, and is the shipper within his rights 
in looking to the railroad for the extra expense of teaming 
from Armsby to Hebron?” 

Ordinarily, whenever a carrier follows the routing 
instructions of shipper, it is not liable for any extra 
charges, such as switching draying, etc. In rule 286 (d), 
Conference Rulings, Bulletin 6, the Commission held that 
where routing instructions had not been followed and 
delivery is tendered at another terminal than that des- 
ignated, it remains the duty of the delivering carrier 
to make delivery at terminal designated in routing in- 
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structions, either by a switching movement or by carting. 
From this it seems logically to follow that ir the carrier 
made a delivery in accordance with shipper’s routing 
instructions, that any additional charges that might accrue 
through carting would have to be borne by the consignee. 
On the other hand, the carrier should not accept a ship- 
ment for delivery at destination when the destination 
point is not on its road, and if it can make delivery ty 
transferring the shipment at junction point with another 
carrier, it should either so complete the delivery or 
await further instructions of shipper. But, inasmuch as 
the consignee of the shipment in question accepted de- 
livery at another point and drayed the shipment to its 
plant, it is questionable whether, under rule 392 of Con- 
ference Rulings, Bulletin 6, this charge can be collected 
from the carrier. , 

ln that rule a shipment made with instructions for 
celivery on the tracks of one carrier was misrouted and 
arrived at destination on the tracks of another carrier. 
It could have been switched to the proper delivery track 
without unreasonable delay at the expense of the carrier. 
Instead of requesting this, the consignee drayed the ship- 
ment to his plant, and it was held that the cost of dray- 
age could not be allowed. 

ok ok ne 
Offsetting Overcharges Against Undercharges Made by 
Agent. 

Utah—‘“‘We have presented overcharge claims to a 
common carrier for two shippers, A and B. A’s claim 
was allowed and passed for voucher, the voucher being 
made to this association, and A’s portion of claim was 
sent to him and the transaction closed. It subsequently 
developed that the refund was made in error, and the 
association was asked to return the same, A having 
gone out of business. This association, after repeated 
attempts to get back its portion of the undercharge it 
had paid to A, offered to pay to the carrier the portion 
of the overcharge paid in error which it had retained 
as a commission. This was refused and the carrier, after 
allowing the claim of B, another member of this asso- 
ciation, placed the voucher in its vault and notified this 
association that it would hold same until the over- 
refund made under claim of A was paid. Both A and B 
are members of this association, which is a voluntary 





THE TRAFFIC WORLD 695 


association, incorporated under the laws of this state, and 
the claim in both cases has been handled under power 
of attorney as per the inclosed form. Is it a lawful act 
for the carrier to thus withhold the amount due to B 
to cover the undercharge due from A?” 

It is our opinion that the carrier cannot withhold 
payment of a lawful claim in favor of B on the ground 
that a prior claim by A was improperly paid. On the 
facts and documents you submit, your association could 
not be the agent of an undisclosed principal, because the 
claim papers clearly show who the real parties in interest 
were and, therefore, the carrier in accepting and paying 
claims did so with iull knowledge of the fact that your 
association was simply a limited agent for the principals 
A and B. 

* of * 
Intention to Use Released Rates. 

Illinois —“Where there are two ratings in effect, for 
example, on household goods, based on released or de- 
clared valuation, we believe the Commission has held, 
in a number of cases, that it is the carrier’s duty to 
notify the shipper of the fact that a lower rate can be 
obtained by releasing his commodity to a stipulated 
valuation. Can you enlighten us as to the Commission’s 
attitude or expressed opinion on this particular subject, 
by citing us reference to any specific case or opinion 
rendered by them?” 

The Commission has held in the case of Southern 
Cotton Oil Co. vs. L. & N. Railroad, 18 I. C. C., 480 (see 
page 780 of the June 4, 1910, issue of The Traffic World), 
and Salomon Bros. Co. vs. N. O. & N. E. R. R. Co., 15 
I. C. C.. 332 (see page 229 of the Feb. 20, 1909, issue of 
The Traffic World), that the defendant owed the duty 
of informing complainant of the lower rate based on the 
released valuation clause. However, we refer you to the 
recent decision by the U. S. Supreme Court, in M. K. & 
T. Railroad Co. vs. Harriman Bros., 227 U. S., 657, which 
might in a sense overrule the Commission’s decision. In 
that case the court held that when a carrier graduates 
its rates by value, and has filed tariffs showing two rates 
applicable to a particular commodity or class of articles, 
based upon the difference in valuation, the shipper must 
take notice, for the valuation automatically determines 
which of the rates is the lawful rate. 








Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) 
are new and have not been carried in the publication prior to 
last Saturday. 

October 8 to 14—Toledo, O.—Examiner Carmalt: 
|. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Lake Erie & Ft. Wayne R. R. 
Lorain & Southern R, R. 
Lakeside & Marblehead R. R. 
Culver & Port Clinton R. R. 
Bay Terminal R. R. 
Toledo, Angola & Western R. R. 
October 12—Dayton. O.—Examiner Smith: 
6920—Weakley & Worman Co. vs. C. H. & D. R. R. Co. et al. 
October 12—Superior, Wis.—Examiner Dow: 
|. & S. 474—Rates on cement, lime, salt and other commodi- 


ties from St. Paul, Duluth, Minn., and other points to sta-. 


tions in Montana. 


October 12—Omaha, Neb.—Examiner Attorney Brown: 
7029—National Council of Farmers’ Co-operative Assn. vs. 
Cc. B. & Q. et al. 
October 12—San Francisco, Cal.—Examiner Henderson: 
6521—Pacific Engineering and Construction Co. vs. C. R. L 
& P. Ry. et al. 
493—Dunbar Hansen Co. vs. Sou. Pac. et al. 
. & S. 460—Rates on agricultural implements from San Fran- 
cisco and Stockton, Cal., and other points to Spokane, 
Wash., and other points. 


October 12—Atlanta, Ga.—Examiner Gerry: 
6597—-Conn County Chemical Mining Co. vs. N. C. & St. L. Ry. 


et al. 
Fourth Section Applications Nos. 458, 1573, 3918. 


October 13—Superior, Wis.—Examiner Dow: 
§788—Superior Mfg. Co. vs. M. St. P. & S. 9. M. Ry. Co. 
October 13—Atlanta, Ga.—Examiner Gerry: 
- ae Telephone and Telegraph Co. vs. Ill. Cent. 
o. eta 
sob Paseote -Pope Lumber Co. vs. L. & N. R. R. Co. et al. 
October 13—Cincinnati, O.—Examiner aa 
ran & Co. vs. N.C. & St. LL R Co. et 
6924—Isaac Joseph Iron Co. vs. M. La. . ee. =. R ‘oo. et al. 
Fourth Section Application No. 461. 
bn at Nivison-Weiskopf Co. vs. Ft. Wayne C. & L. R. R. 
et a 
October 14—Arguments at Washington, D. C.: 
wCo. etal. Assn. of Ice Cream Mfrs. vs. Adams Express 
0. e 
& §S. 430—Baltimore switching charges. 
dodt—ireronants and Manufacturers’ Assn. et al. vs. P. R. R. 
0. eta 


are ig” 14—St. Paul, Minn.—Examiner Dow 
ar 461—Potato rates to stations in Tiinois, Indiana and 
hio. 


October 14—Kansas City, Mo.—Examiner a 
ae Club Traffic Bureau vs. A. T. & S. F. Ry. 
0. eta 
3340—Vulcan Iron Works Co. vs. A. T. & 8S. F. Ry. Co. et al. 











4638—Colorado Manufacturers’ Assn. et al. vs. A. T. & S. F. 
Ry. Co. et al. 
€362—Browne Iron Works Co. vs. C. B. & Q. R. R. Co. et al. 
4353—-State of Kansas et al. vs. A. T. & S. F. Ry. Co. et al. 
4510—W. C. Norris vs. St. L. & S. F. R. R. Co. et al. 
470i1—Oklahoma Traffic Assn. vs, A. T. & S. F. Ry. Co. et al. 
6799—-Wichita Business Assn, vs. A. T. & S. F. Ry. Co. et al. 
6982—-Topeka Trafiic Assn. vs. A. T. & S. F. Ry. Co. et al. 
ae Halsted Street Iron Works vs. C. & A. R. R. Co. 
et al. 
7052—Illinois Steel Bridge Co. vs. C. B. & Q. Co. et al. 
|. & §. 411—Class and commodity rates to Salt Lake City, 
Utah, and other points in so far as they relate to iron and 
steel articles. 
l. & §S. 446—Rates on iron and steel articles to points in 
Oklahoma. 
October 14—Cincinnati, O.—Examiner Smith: 
‘ 7045—Dewey Bros. Co. vs. P. C. C. & St. L. et al. 
Fourth Section Applications Nos. 1561 and 2069. 
October 14—Columbus, Ga.—Examiner Gerry: 
6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 
October 15—Arguments at Washington, D. C.: 
6576—Bellgrade Lumber Co. et al. vs, Ill. Cent. R. R. Co. et al. 
6656—Anderson-Tully Co. et al. vs. Ill. Cent. R. R. Co. et al. 
6801—E. D. Best Co. vs. Gt. Nor. Ry. Co. 
4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al. 
October 15—Fresno, Cal.—Examiner Henderson: 
6958—John M. Chambers vs. C. Gt. West. R. R. et al. 
October 15 to 17—Detroit, Mich.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with smal’ 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Delray Connecting R. R. 
Wyandotte Terminal R. R. 
Essex Terminal R. R. 
Port Huron & Southern R. R. 
Ludington & Northern R. R. Co. 
October 15—Minneapolis, Minn.—Examiner Dow: 
6715—Interior Lumber Co. vs. Nor. Pac. Ry. Co. et al. 
October 16—Santa Barbara—Examiner Henderson: 
6967—Lompoc Produce and Real Estate Co. vs. El Paso & S. 
W. Co. et al. 
October 16—Savannah, Ga.—Examiner Gerry: 
6705—A. P. Brantley Co. vs. A. C. L. R. R. Co. 


October 16—Marietta, O.—Examiner Smith: 
ee Hay and Grain Co. vs. C. C. C. & St. L. Ry. 
o. et al. 
6244—American Hay and Grain Co. vs. Pa. Co. et al. 
October 16—Arguments at Washington, D. C.: 
§490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. Co. et al 
6523—City of Astoria, Ore., vs. S. P. & S. Ry. et al. 
oe Corrugated Culvert Co. vs. Ala, Gt. Sou. R 
. et al. 
October 16—Minneapolis, Minn.—Examiner Dow: 
6983—Lampert Lumber Co. vs. C. M. & St. P. Ry. Co. et al. 
October 17—Minneapolis, Minn.—Examiner Dow: 
6976—Daly Coal Co. et al. vs. C. & A. R. R. Co. et al. 


October 17—Argument at Washington, D. C.: 
|. & S. 431—Class and commodity rates to and from Quincy, 
Ill. and group. 
6796—San Toy Coal Co, vs. A. C. & Y. Ry. Co. et al. 


October 17—Los Angeles, Cal.—Examiner Henderson: 
6946—Albert J. Lusby vs. Sou. Pac. Co. et al. and sub. num- 
bers thereto. 


* 6812—Pacific Motor Supply Co. vs. A. T. & S. F. Ry. Co. et al. 
1. & S. 468—Salt rates from Los Angeles and other points to 
stations in Arizona and New Mexico. 


6970—Wier & Jordon vs. Sou. Pac. et al. 
7067—Moreland Motor Truck Co. vs. A. T. & 9. F. Ry. Co. 
et al. 
October 19—Kansas City, Mo.—Examiner Brown: 


$129—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
§184—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
6205—Milliken Refining Co. vs. St. L. & S. F. R. R. Co. et al. 
6295—Milliken Refining Co. vs. M. K. & T. Ry. Co. 
§297—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
6310—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 












































































et al. 
6846—Mutual Oil Co. vs. A. T. & S. F. Ry. Co. 
6302—Muskogee Refining Co. vs. A. T. & 
6611—American Refining Co. vs. M. K. & 


302 


Ry. Co. et al. 


fi 


6613—American Refining Co. vs. M. K. & Ry. Co. et al. 
6643—American Refining Co. vs. C. B. & Q. R. R. Co. et al. 


7142—Cudahy Refining Co. vs. A. T. & S. F ‘Ry. Co. et al. 

7245—Consumers’ Refining Co. vs. M. K. & T. Ry. Co. et al. 

7188—Pierce Cil Corporation vs. Sand Springs Ry. Co. et al. 

722i1—Cudahy Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
October 19—Seattle, Wash.—Examiner Gaddess: 


Fourth Section Applications Nos. 


6699—Richardson Lubricating Co. vs. A. T. & S. F. Ry. Co. 


F. Ry. Co. et al. 
6612—American Refining Co. vs. St. L. & S. F. R. R. Co. et al. 


6644—American Refining Co. vs. C. & N. W. Ry. Co. et al. 
6903—.Muskogee Traffic Bureau vs. M. K. & T. Ry. Co. et al. 
6273—National Petroleum Assn. vs. C. & A. . R. Co. et al. 
6750—National Petroleum Assn. vs. A. T. & S. F. Ry. Co. et al. 
6817—Kanotex Refining Co. vs. A. T. & S. F. Ry. Co. 
6819—National Petroleum Assn. vs. A. T. & S. F. ‘Ry. Co. et al. 
6835—National Refining Co. vs. A. T. & S. F. Ry. Co. et al 
4202—National Refining Co. vs. M. K. & T. Rv. Co. et al. 
6188—Marshall Oi] Co. of Iowa vs, A. T. & S. F. RY: Co. et al 
6307—Manhattan Oil Co. et al. vs. A. T. & . F. . Co. et al 
6759—Cedar Rapids Oil Co. vs. C. & N. W. Ry. aw” ‘et al. 
6893—Keystone Oil & Mfg. Co. vs. e" K. & T. Ry. Co. et al. 
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800—Class and commodity rates between points on Santa Fe 
& N. Div. in Nor. Pac. I. C. C. A3071. 

802—Sewer pipe from Spokane, Wash., to Elko, B. C., and 
Lethridge, Alta. 

g03—Dried prunes from Portland, Ore., etc., to Fernia, B. C., 
and Lethridge, Alta. 

805—Ore, etc., from and to west points. 

808—Lumber, etc., from and to west points. 

812—Coal and coke from B. C. points to Gt. Nor. points, etc. 

813—Coal and coke from Princeton, B. C., to Great Nor. 
points, etc. 

.815—Oats, rolled oats, etc., and potatoes from Alta, Can., 
points to Spokane and Newport Wash., etc. 

£24—Class and commodity between Portland, Ore., etc., and 
Seattle and Tacoma, Wash., etc. 

825—Class and commodity between Portland, Ore., etc., and 
Washington and B. C. points. 

830—Class and commodity between Seattle, Tacoma, Wash., 
etc., and Idaho and Washington Nor. Ry. sta. 

833—Class and commodity between Gt. Nor. points. 

840—Class and commodity from Seattle and Tacoma, Wash., 
etc., and Gt. Nor. points to Bellingham Bay & B. C. Ry. 
points. 

3632—Fish and salmon from Washington points to Idaho and 
Utah points. 

3803—Cement from Washington and B. C. points. 


October 19—Jacksonville, Fla.—Examiner Gerry: 


|. & S. 352—Rates on tomatoes from Jacksonville, Fla., to 
Kansas City, Mo., and other points. 

\. & S. 393—Rates on tomatoes from Jacksonville, Fla., to St. 
Paul, Minn., and other points. 


October 19—Memphis, Tenn.—Examiner Pitt: 


Fourth Section Applications covering rates on coal from IIli- 
nois, Kentucky, Tennessee and Alabama mines to points in 
Mississippi Valley territory: 

601—Ala. & Vicks. Ry. Co., N. 0. & N. B. R. R. Co. 
and Vicks. S. & P. Ry. Co. 

542—Ala. Gt. Sou. R. R. Co. 

2045—Ill. Cent. R. R. Co. 

1952—L. & N. R. R. Co. 

2138—M. & O. R. R. Co. 

458—N. C. & St. L. Ry. Co. 

4948—N. O. M. & C. R. R. Co. 

1537—Nor. Ala. Ry. Co. 

699—St. L. & S. F. R. R. Co. 

1548—Sou. Ry. Co. 

2222—Sou. Ry. Co. in Miss. 

2043—Y. & M. V. R. R. Co. 

The following cases are assigned in connection with the above 
Fourth Section Applications: 

4872—Brownsville Cotton, Oil and Ice Co. vs. L. & N. R. R. Co. 

5795—City of Brownsville et al. vs. L. & N. R. R. Co, et al. 

6018—City of Covington vs. Ill. Cent. R. R. Co. et al. 
6116—Morrison Coal Co. vs. Ill. Cent. R. R. Co. et al. 

6311—H. C. Miller et al. vs. Ill. Cent. R. R. Co. et al. 

3321—Grenada Oil’ Co. vs. Ill. Cent. R. R. Co. 

3380—Grenada Oil Co. et al. vs. Ill. Cent. R. R. Co. et al. 

5420—G. B. Merrill & Bro. vs. Sou. Ry. Co. et al. 

6227—Hall & Legam Lumber Co. vs. Sou. Ry. Co. et al. 

4507—University of Miss. et al. vs. Ill. Cent. R. R. Co. 


October 19—Washington, D. C.: 
6860—Revenues of rail carriers in Official Classification ter- 


ritory. 
|. & S. 333—Rate increases in Official Classification territory. 


October 20—Philadelphia, Pa.—Examiner Pattison: 


6922—Mitchell Cqal and Coke Co. vs. P. R. R. Co. 


October 20—Jacksonville, Fla.—Examiner Gerry: 


6406—Jacksonville Machine Works vs. Cent. of Ga. Co. et al. 
6941—T. W. Shands et al. vs. S. A. L. Ry. Co. et al. 


October 21—Bismarck, N. D.—Examiner Dow: ‘ 
1. & S. 498—Withdrawal of stopping in transit privileges in 


connection with live stock shipments. 
October 21—Arguments at Washington, D. C.: 
6196—Saginaw Milling Co. et al. vs. Michigan Central R. R. 
Co. et al. 


l, & S. 184—Advances on hardwood and other kinds of lumber. 


October 21—Phoenix, Ariz. aes Henderson: 
7131—Sturgess Bros. vs. A. & S. F. Ry. Co. 
ee Pine Box Lite cs: va. A. TF. & B. FF. Ry- 


al. 
6414—Galifornia Pine Box and Lumber Co. vs. A. T. & S. F. 


Ry. et al. 
October 21—Pensacola, Fla.—Examiner Gerry: 


6945—Bagdad Land and Lumber Co. vs. L. & N. R. R. Co. 
Fourth Section Application No. 1952 is assigned for hearing 


in connection with No. 6945. 
7087—Bagdad Land and Lumber Co. vs. L. & N. R. R. Co. 
October 22—Memphis, Tenn.—Examiner Pitt: 


Portions of Fourth Section Applications on grain and grain 


products; proportional and reshipping rates from Cairo, Til., 
and Ohio River crossings to Memphis, Tenn. 
2045—Illinois Central R. R. Co. 
1952—L. & N. R. R. Co. 
2138—Mobile & Ohio R. R. Co. 
458—N. C. & St. L. Ry. Co. 
1548—Sou. Ry. Co. 
9377—M. & O. R. R. Co. 
October 22—Arguments at Washington, D. C.: 
6484—City of Nashville et al. vs. L. & N. R. R. Co. et al. 
€552—Lampert Lumber Co. et al. vs. Gt. Nor. Ry. Co. et al. 
October 22—Sieattle, Wash.—Examiner Gaddess: 
Fourth Section Applications Nos. 
64—Canned goods and pickled or salted fish from Washington. 


Oregon and B. C. points to Minnesota, North Dakota and 


South Dakota points. 


143—-Class and commodity between Portland, Ore., Tacoma, 
Seattle, Wash., etc., and Idaho, Montana and North Da- 


kota points. 








rin 
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October 10, 1914 


207—Class and commodity between San Francisco, etc., and 
Idaho, Washington and Oregon points. 

208—Class and commodity between Portland, Ore., Seattle and 
a Wash., etc., and Idaho, Washington and Oregon 
oints 

650——Class rates between Tacoma, Wash., and stations west 
of and including Kennewick, Wash. 

651—Class rates between Seattle, Wash., 
of and including Kennewick, Wash. 

652—Class and commodity between Seattle and other Wash- 
ington points and Portland, Ore., Vancouver, B. C., etc. 

2116—Ore, C. L., from Larson, Ida., and Saltese, Mont., to B. 
C. and Washington points. 

2118—Commodity rates from Portland, Ore., 
Wash., etc., to Utah points. 

2121—Lumber, etc., from Oregon, Washington and Idaho points 
to .W ashington, idaho and Montana points. 

2123—Commodity rates between Oregon, Washington and Ida- 
ho points. 

eee rates between Oregon, Washington and Ida- 
10 points 

2125—Commodity rates between Oregon, Washington and Ida- 
ho points. 

2128—Class and commodity between Spokane, Wash., and 
Idaho points. 

2132—Class and commodity between Portland, etc., and sta- 
tions north of Seattle, Wash. 

549—Class rates between Portland, Ore., etc., and Washing- 
ton points. 

2642—Potatoes and onions between Portland, Ore., Seattle, 
Wash., etc., and Washington, Oregon and Idaho points. 

2644—Class rates between Walla Walla, Wash., Pendleton, 
Ore., etc., and Camas Prairie points. 

2645—Grain, flour, ete., between Portland, Ore., Tacoma, 
Wash,. etc., and Washington, Oregon and Idaho points. 

2646—Class and commodity rates between Portland, Ore., 
Seattle, Wash., etc., and Idaho, Washington and Oregon 
points 

* 1094—Southern Pacific Co. for account of Southern Pacific 
Tariff 654, O. R. & N. Co. I. C. C. 1529, respecting class and 
commodity rates between Portland, Ore., San Francisco, 
Cal., and other California points as stated therein, also 
stations on the following lines: Oregon-Washington R. R. & 
Nav. Co., Southern Pacific Co. (Oregon lines), and points in 
Montana and North Dakota on the lines of the Northern 
oe Ry., Butte, A. & P. Ry. named therein, via Wallula, 

ash. 

* 1193—Southern Pacific Co. for account of Southern Pacific Co. 
Tariff 270B, O. R. & N. I. C. C. 1548, respecting class and 
commodity rates between Portland, Ore., Seattle and Tacoma, 
Wash., San Francisco and other California points as stated 
therein, also stations on the following lines: Cregon-Wash- 
ington R. R. & Nav. Co., Camas Prairie R. R., Southern 
Pacific Co. (Oregon lines), and points in Idaho, Montana, 
North Dakota and South Dakota on the lines of the C. M. 
& Puget Sound, Oregon Short Line, Butte A. & P. Ry., 
Northern Pacific and Great Northern Ry. named therein via 
Plummer, Ida., or Huntington, Ore. 


October 22—New Orleans, La.—Examiner Gerry: 

6382—Kern Co. vs. L. & N. R. R. Co. Fourth Section Appli- 

a Se. 1952 is assigned for hearing in connection with 
o 

6584—A. Marx & Sons vs. L. & N. R. R. Co. et al. Fourth 
Section Application No. 1952 is assigned for hearing in con- 
nection with No. »6584. 

6578—A. Marx & Sons vs. Ill. Cent. R. R. Co. Fourth Section 
Application No. 2045 is assigned for hearing in connection 
with No. 6578. 

October 23—Arguments at Washington, D. C.: 

6222—Tanners’ Supply Co. vs. L. & N. R. R. Co. et al. 

|. & S. 405—Transcontinental glass and commodity rates to 
and from Marysville, San Jose & Santa Clara, Cal. 

6717—San Jose Chamber of Commerce et al. vs. A. T. & S. F. 
Ry. et al. 

October 23—New Orleans, La.—Examiner Gerry: 

1, & S. 505—Classification of address plates, culverts and iron 
or steel tanks. 

6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. Fourth Sec- 
tion Application No. 2194 is assigned for hearing in connec- 
tion with No. 6133. 

6168—Otis Mfg. Co. vs. Texas & New Orleans R. R. Co. et al. 
Fourth Section Application No. 2311 is assigned for hearing 
in connection with No. 6168. 

October 24—Middlesboro, Ky.—Examiner Wood: 

1. & S. 478—Commodity rates to Middlesboro, Ky., and other 

points. 


October 24—Arguments at Washington, D. C.: 
l. & S. 410—Stopping in transit privileges at points west of 
» the Mississippi River. 
6394—-In the matter of stopping in transit to complete loading 
and for_partial unloading of live stock transported from and 
to poi in Western Classification territory. 
4972—M n & Son et al. vs. C. & N. W. Ry. Co. 
5850—Hoyt & Bergen vs..C. & N. W. Ry. Co. 
1. & S. 443—Rating on live poultry in Western Trunk Line ter- 
ritory. 
7008—A. T. & S. F. Ry. Co. et al. 
Yards Co. 
October 24—New Orleans, La.—Examiner Gerry: 
6448—Alfred Hirsch vs. Ill. Cent, R. R. “™- 
6487—Colonial Sugars Co. vs. La. Ry. & Nav. Co. et al. 
5773—Southern Cypress Mfrs. Assn. vs. M. La. & Texas R. R. 
& S. S. Co. et al. 
October 24—Sioux Falls; S. D.—Examiner Dow: 
1. & S. 442—Rates on lumber from Anoka, Minn., and other 
points to stations in South Dakota and North Dakota. 
October 24—Flagstaff, Ariz.—Examiner Henderson: 
6619—Arizona Lumber and Timber Co. vs. A. T. & S. F. Co. 
et al. 


and stations west 


Seattle, Tacoma, 
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October 26—Chattanooga, Tenn.—Examiner Wood: 
7036—Durham Coal and Iron Co. et al. vs. Central of Ga. Ry. 
Co. et al. 
October 26—New Orleans, La.—Examiner Gerry: 
1. & S. 508—Rates on brewers’ rice from New Orleans, La., 
and other points to Dallas and other destinations in Texas. 
6810—Southport Mill, Ltd., vs. St. L. S. W. Co. of Texas et al. 
€509—Lumbermen’s ‘Assn. of New Orleans vs. M. La. & Tex. 
R. R. & S. 8S. Co. 
October 26—Albuquerque, N. M.—Examiner Henderson: 
§622—E. J. Johnson vs. A. T. & S. F. Ry. et al. 
October 26—Sioux City, la.—Examiner Dow: 
* 7101—Traffic Bureau of the Sioux City Commercial Club vs. 
American Express Co. et al. 
October 26—St. Louis, Mo.—Examiner Bradley: 
* 6628—Merchants’ Exchange of St. Louis vs. B. & O. R. R. 
Co. et al. 
* eer Missouri Millers’ Club vs. C. & A. R. R. 
et al, 
October 27—Shreveport, La.—Commissioner Hall: 
3918—Railroad Commission of Louisiana vs. St. L. S. W. Ry 
Co. et al. 
October 27—Chattanooga, Tenn.—Examiner Wood: 
7211—Chattanooga Packet Co. vs. Ill. Cent. R. R. Co. et al. 
October 27—Chicago, Ill.—Examiner Gartner: 
5329—Minimum charges on articles too long or too bulky to be 
loaded through side doors of box cars. 
October 27—New Orleans, La.—Examiner Gerry: 
6425—Kahn’s Fickery vs. Tex. & Pac. R. R. Co. 
6441—Adams Stave Co. vs. Tex., Okla. & East R. R. Co. et al. 
October 28—Memphis, Tenn.—Examiner Wood: 
§960—Vanderboom-Stimson Lumber Co. vs. St. L. I M. & 3 


Ry. Co. 
7030—Meinphis Freight Bureau vs. St. L. I. M. & S. Ry. Co. 
et a 


October 28—St. Louis, Mo.—Examiner Bradley: 

* €067—Bradley Lumber Co. vs. Ann Arbor R. R. Co. et al. 

* 6987—Public Service Commission of the State of Missouri vs. 
Wabash R. R. et al. 

* §988—Public Service Commission of the State of Missouri vs. 
Wabash R. R. et al. 

* 6989—Public Service Commission of the State of Missouri vs. 
Wabash R. R. et al. 


October 28—Baton Rouge, La.—Examiner Gerry: 

6929—John Jordon vs. La. Ry. & Nav. Co. et al. 

* 7031—Capital City Mill Co., Ltd., vs. Yazoo & M. V. R. R. et al. 

October 28—Omaha, Neb.—Examiner Dow: 

* That portion of Fourth Section Application 3178 of the Wabash 
R. R. Co. which asks for authority to continue lower rates 
on grain and grain products from Omaha, Neb., via Mexico, 
Mo., and the C. & A. R. R. to Mississippi River points -than 
are concurrently in effect on like traffic to intermdiate 
points. 

October 29—Memphis, Tenn.—Examiner Wood: 

6792—Nickey & Sons Co. et al. vs. L. & N. R. R. Co. 
6968—Maley & Wertz et al. vs. L. & N. R. R. Co. 

October 29—Alexandria, La.—Examiner Gerry: 

§318—A. V. Neilson Co., Ltd., vs. St. L. I. M. & Sou. Ry. Co. 
et al. 

October 30—Memphis, Tenn.—Eaminer Wood: 

6390—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. Co. 
et al. 

October 30—Sioux Falls, S. D.—Examiner Pattison: 

6622—In the matter of rates on coal, carloads, from points in 
Wyoming and Montana to points in South Dakota. 

October 30—Alexandria, La.—Examiner Gerry: 

a ae Brenner Lumber Co. vs. M., La. & Tex. R. R. & 
Ss. S. 


6908 —Frerd Brenner Lumber Co. vs. M., La. & Tex. R. R. & 

s. S oO 

oo Brenner Lumber Co. vs. M., La. & Tex. R. R. & 
Ss. S: 


October 30—Wichita, Kan.—Examiner Bradley: 
* |, & S. 471—Rates and grain and grain products between sta- 
tions in Oklahoma and stations in Kansas and other states. 


October 31—Kansas City, Mo.—Examiner Bradley: 

* 1, & S. 423—Rates on grain and grain products from St. 
Paul, Minn., and other points to stations in Kansas, Ne- 
braska and other states. 

October 31—Shreveport, La.—Examiner Gerry: 

1. & S. 496—Rates on lumber from points in Louisiana to 
Texas points. 

November 2—Des Moines, Ia.—Examiner Pattison: 

4098—Barber Asphalt Co. et al. vs. C. R. I. & P. Ry. Co. et al. 

4099—Waterbury Chemical Co. vs. C. B. & Q. R. R. Co. et al. 

4271—Davidson Bros. Co. vs. C. R. I. & P. Ry. Co. 

an Medicine Co. et al. vs. Iowa Cent. Ry. Co. 
eta 

4576—Luthe Hardware Co. vs. C. M. & G. Ry. Co. et al. 

4577—Bryant McLaughlin Asphalt Paving Co. vs. C. Gt. W. 


Ry. Co. et al. 
4584—Langan Bros. Co. vs. C. & N. W. Ry. Co. et al. 


4601—Port Huron Machinery Co. vs. C. B. & Q. R. > Co. et al. 

4937—James Black Dry Goods Co. et al. vs. C. R. I. & P. Ry. 
Co. et al. 

6452—Humane Remedy Co. vs. C. Gt. West. R. R. Co. et al. 


ee Des Moines Committee vs. Minn. & St. L. R. R. 
o. et al 
bay Uy Des Moines Committee vs. C. St. P. M. & O. Ry. 
o. et al 
November 2—Ruston, La.—Examiner Gerry: 
6695—J. BR. Collins vs. Tremont & Gulf Co. et al. 
November 2—Kansas City—Examiner Bradley: 
* 6677—Board of Trade of Kansas City vs. C. M. & St. P. Co. 
et al. 
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* 7002—Kansas City-Missouri River Navigation Co. vs. C. & O. 
Ry. Co. et al. 
November 3—Kansas City, Mo.—Examiner Bradley: 
* |.&S, ....—Lumber rates from Helena, Ark., and other points 
to Omaha, Neb., Des Moines, Ia., and other destinations. 
* 6780—Foster Lumber Co. vs. Clatskanie Trans. Co. et al. 
November 3—Monroe, La.—Examiner Gerry: 
ee Hardware Co, vs. N. Y. N. H. & H. R. R. Co. 
et al. 
November 4—Jackson, Miss.—Examiner Gerry: 
6648—Pine Belt Lumber Co. vs. Gulf & S. I. R. R. Co. 
(043—Schloss & Cahn vs. L. & N. R. R. Co. 
November 4—Kansas City, Mo.—Examiner Bradley: 
* 6387—National Syrup Co. vs. C. & N. W. Ry. Co. et al. 
November 5—High Point, N. C.—Examiner Gibson: 
* 5431, Sub. No. 1—Odell Hardware Co. vs. Sou. Ry. Co. et al. 
November 5—Montgomery, Ala.—Examiner Gerry: 
7051—Schloss & Cahn vs. Cent. of Ga. Ry. 
November 6—Birmingham, Ala.—Examiner Gerry: 
6428—C. W. Stubblefield vs. St. L. & S. F. R. R. Co. et al. 
6564—Oden Elliott Lumber Co. vs. L. & N. R. R. Co. et al. 
November 6—Omaha, Neb.—Examiner Bradley: 
* ee Mill and Elevator Co. et al. vs. Union Pacific 
* 7056—Omaha Grain Exchange vs. M. & O. et al. 
November 7—Cullman, Ala.—Examiner Gerry: 
6598—G. Baader vs. L. & N. R. R. Co. Fourth Section Appli- 
ee 1952 is assigned for hearing in connection with 
6761—Cullman Commercial Club vs. L. & N. R. R. Co. 


November 9—Topeka, Kan.—Examiner Pattison: 
7040—American Cement Plaster Co. vs. S. A. L. Ry. Co. et al. 
6119—Public Utilities Commission for the State of Kansas vs. 
a2 Leng | ae Co. et al. 

opeka Traffic Assn. vs. Ala. & Vicks. Ry. Co. et al. 
6024—Topeka Traffic Assn. vs. A. T. & S. F. in Co. et al. 
6235—Topeka Traffic Assn; vs. C. R. I. & P. Ry. Co. et al. 
——oo Traffic Assn. vs. Ahnapee & Western Ry. Co. 

November 9—Dayton, 0.—Examiner Bradley: 

* I. & S. 444—Regulations restricting the shape of baggage. 

November 11—Cleveland, O.—Examiner Bradley: 

* er eee Steel and. Wire Co. vs. Ala. & Vicks Ry. Co, 

et al. 

November 12—Pittsburg, Pa.—Examiner Bradley: 

* 7092—Jackson Chamber of Commerce vs. P. & R. et al. 

* 6842—Buick Motor Co. et al. vs. P. & R. et al. 


November 13—Buffalo, N. Y.—Examiner Bradley: 
* I. & S. 490—Lumber transit privileges at Buffalo, N. Y. 


October 14—Cincinnati, O.—Examiner Smith: 

7170—Dewey Bros. vs. B. & O. S. W. et al. 
Fourth Section Application 1561 of Norfolk & Western Ry. Co. 
Fourth Section Application No. 2069 of J. F. Tucker. 
7195—Dewey Bros. vs. B. & O. S. W. et al. 
7192—Dewey Bros. vs. P. C. C. & St. L. et al. 


November 16—Hear-ng at Washington, D. C.: 

* 5370—In the matter of rates, practices, rules and regulations 

governing the transportation of iron ore. 

November 16—Allentown, Pa.—Examiner Bradley: 

* 6776—Lehigh Portland Cement Co. vs. B. & O. S. W. et al. 

November 16—Denver, Colo.—Examiner Pattison: 
6917—-Hayden Bros. Coal Corporation et al. vs. D. & S. L. R. 

R. Co. et al. 

November 17—Denver, Colo.—Examiner Pattison: 
7144—Abraham D. Radinsky vs. C. & S ‘Ry Co. 
7158—Abraham D. Radinsky vs, C. R. 1. & P. Ry. Co. 

November 17—Reading, Pa.—Examiner Bradley: 

* |. & S. 484—Rates on granite and marble from St. Peters, Pa., 

and other points. 

November 18—Philadelphia, Pa.—Examiner Bradley: 

* of *  ameeeaee on clay from points in Georgia to eastern 

- & S. 451—Rates on high explosives to Grand Trunk Ry. 
System stations. 

November 18—Denver, Colo.—Examiner Pattison: 

a gre eee School Supply Co. vs. C. I & S. R. R. Co. 
et al. 

November 19—Philadelphia, Pa.—Examiner Bradley: 

* 7027—Hire’s Condensed Milk Co. et al. vs. P. R. R. Co. et al. 

* 6189—Red Ash Coal Co. vs. Central R. R. of N. J. 

November 20—Philadelphia, Pa.—Examiner Bradley: 

* 1, & §. 475—Bituminous coal rates to Baltimore, Md., and 

other points. 


November 27—Chicago, Ill—Commissioner Daniels: 

4262—In the matter of the investigation of alleged unreason- 
able rates and practices in the transportation of live stock, 
packing house products and fresh meats. 

4004—Corporation Commission of Oklahoma vs. A. T. & S. F. 
Ry. Co. et al. 

1. & S. 31—In the matter of advances in rates on live stock 
from various points to Oklahoma Citv 

1. & S. 36—In the matter of advances in class and commodity 
rates between points in Oklahoma and points in Texas. 

|. & S. 56—In the matter of advances in rates on packing 
house products from Oklahoma City to Kansas points. 

|. & S. 93—Advances on fresh meats and packing house prod- 
ucts from Wichita, Kan., to points in Louisiana and between 
other points. 

|. & S. 143—Advances on fresh meats and packing house prod- 
ucts from Oklahoma City and other points to points in the 
state of New Mexico. 


January 20—Chicago, Ill.—Commissioner Daniels: 
7090—In the matter of embargoes. 


am 


** * 


* 
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DIGEST OF NEW COMPLAINTS 


No, 7296. Memphis (Tenn.) Freight Bureau for the Crescent 
and the Southern Cotton Oil companies vs. St. Louis, Iron 
Mountain & Southern. 

Alleges unjust, unreasonable and discriminatory rates on 
cottonseed to Memphis and discriminatory as compared with 
rates from Arkansas points. Ask for just and reasonable 
rates, not to exceed Arkansas rates by more than 1% cents 
for the bridge toll and reparation of $1,846. 


ro ™.. Reeves Coal Co., Minneapolis, Minn., vs. Ann Arbor 

. R. Co. 

Against the assessment of reconsignment charges on soft 
coal at Frankfort, Mich., due to failure to observe diversion 
instructions promptly. Asks for cease and desist order and 
reparation. 

No, 7299. .Reeves Coal Co., Minneapolis, Minn., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Same as above with reference to reconsignment at Clinton, 
Iowa. Asks for reparation. ) 
No. 7300. Reeves Coal Co., Minneapolis, Minn., vs. Chicago, Mil- 

waukee & St. Paul. 

Unjust and unreasonable team track storage charges on soft 
coal at Woonsocket, S. D. Ask for cease and desist order 
and reparation. 

No. ret. Reeves Coal Co., Minneapolis, Minn., vs. Pere Mar- 
quette. 

Alleges imposition of demurrage charge on carload of coal 
detained at Ludington, Mich., through failure of railroad 
agent to execute diversion order. Asks for reparation. 

No, 7302. Reeves Coal Co.; Minneapolis, vs. Chicago Great 
Western. : 

Alleged wrongful imposition of reconsigning charge at Oel- 
wein, Ia. Asks for reparation. 

No. 7303. J. W. Butler Paper Co., Chicago, vs. Minneapolis, St. 
Paul & Sault Ste. Marie et al. 

Against a rate of 74 cents on printing paper in bundles from 
Rhinelander, Wis., to Denison, Ia., as unjust, unreasonable 
and excessive. Ask for a published rate of 45 cents and 
reparation. 

No. 7304. City of Memphis et al. vs. Chicago, Rock Island & 
Pacific et al. 

Alleges unreasonably high and unjustly discriminatory class 
and commodity rates between Memphis and various cities and 
towns in Arkansas and Missouri and discriminatory in favor 
of merchants, manufacturers, ‘shippers and receivers of freight 
in Arkansas towns and cities, St. Louis, East St. Louis and 
elsewhere. Ask for hearing and investigation, cease and 
desist order and just and reasonable rates. 

No. 7305. Globe Grain and Milling Co., Los Angeles, Calif., vs. 
Atchison, Topeka & Santa Fe et al. 

Alleges discriminatory rates on wheat, corn and oats from 
points in Colorado, Nebraska, Kansas, Oklahoma and Texas to 
Los Angeles and Colton, Calif., in favor of its competitors in 
Utah, Colorado, Nebraska, Kansas, Oklahoma and Texas, in 
that full locals are charged. Ask for milling in transit, storage 
in transit and cleaning in transit at Los Angeles and Colton 
and reparation. 

No. 7306. American Cement Plaster Co., Lawrence, Kan., vs. 
Atchison, Topeka & Santa Fe et al. 

Alleges unjust and unreasonable rates on cement, plaster 
and other gypsum products from Acme, Tex., and Agatite, 
Tex., and discriminatory as compared with rates from Acme, 
Tex., and Oriental, Tex. Asks for just and reasonable and 
non-discriminatory rates and reparation 

No. 7307. W. C. Norris, Tulsa, Okla., vs. Indiana Harbor Belt 
et al. 

Against a rate of 45c on bar iron from East Chicago, Ind., 
to Tuisa, as unjust, unreasonable to the extent that it ex- 
ceeded the 31%c rate prescribed by the Commission in Docket 
No. 4510. Asks for reparation. 

No. 7308. Cohn Bros. Cigar Co., Chicago, vs. Atchison, Topeka 
& Santa Fe. 7 

Against a double first class rate of $6.80 per 100 pounds on 
cigars in cases from San Francisco to Chicago as unreason- 
able and unjust. Asks for a cease and desist order and 
reparation. 

No. 7309. Providence Fruit and Produce Exchange, -Providence. 
R. I., and Cooper & Sisson vs. Minneapolis, Sit. Paul & Sault 
Ste. Marie et al. 

Against a rate of $1.11 on butter from Minneapolis to Provi- 
dence as unreasonable. Ask for a reasonable rate and repara- 
tion 

No. 7310. Andrew Jergens Co., Cincinnati, vs. Pittsburgh, Cfn- 
cinnati, Chicago & St. Louis et al.” 

Against an L. C. T.. rate of 91c on soap N. O. S. from Cin- 
cinnati to Minneapolis as unjust and unreasonable. Ask for 
just and reasonable rate. 

No. 7311. Traffic Bureau of the Sioux City Commercial Club 
vs. Chicago & North Western et al. 

Against class rates, classification ratings, rules, regulations 
and exceptions to classifications on traffic between Sioux City 
and Nebraska destinations as unjust, unreasonable. unduly 
prejudicial and discriminatory, to. the advantage of Omaha 
and Lincoln. Asks for a cease and desist order and the pub- 
lication of just, reasonable and non-discriminatory rates, regu- 
lations and classifications and reparation. 

No. 7313. Bryant Lumber Co., Fourche, Ark., vs. Chicago, Rock 
Island & Pacific et al. 

Alleges unjust and disadvantageous rate of 24c on lumber 
from Fourche to Marion, Tex. Asks for a rate of 18%c and 
reparation. 

No. 7314. Meeds Lumber Co., Meridian, Miss., vs. Alabama & 
Vicksburg et al. 

Alleges excessive charges on lumber from Louisville. Miss., 
to Sylacauga. Ala., stopped for dressing in transit at Newton, 
Miss. Asks for reasonable maxima rates and reparation. 

No. 7315. Frank Samuel et al., Philadelphia, vs. Delaware, 
Lackawanna & Western et al. 
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Allege excessive charges on car wheels from Pennsylvania 
R. R. car shops at Lucknow, Pa., to Hoboken for export. Ask 
for cease and desist order and reparation. 

— Chickasaw Lumber Co., Demopolis, Ala., vs. L. & N. 
et al. 

Against higher rates on gum oak and ash than on pine and 
cypress, from Marianna, Fla., to Cincinnati. Ask for just, 
reasonable through rates and reparation. 

= ae ponies Coal Co., Elkhorn, W. Va., vs. Pennsylvania 

o. et al. 

Alleges excessive demurrage charges on coal at the Sandusky 
docks. Asks for reparation. 

No. 6775, Sub. No. 1, Florence Wagon Works, Florence, Ala., 
vs. Pittsburgh, Cincinnati, Chicago & St. Louis et al. 

Alleges unjust, unreasonable and discriminatory .rates and 
charges on iron forgings, castings, bolts and nuts, Cleveland 
- Florence. Ask for just and reasonable rates and repara- 
ion. . 

No. 7166, Sub. No. 1. Standard Oil Co., Bayonne, N. J., vs. 
Central of New Jersey. 

Alleges unjust, unreasonable and discriminatory demurrage 
charges. Asks for reparation amounting to $1,038. 

ay > le J. E. Watters, Flagler, Colo., vs. Chicago, Rock Island 

acific. 


Against excessive charges on shipments of sheep from. 


Flagler to South Omaha, by reason of failure to furnish equip- 

ment called for. Asks for reparation. 

No. 7340. Standard Milling Co., Houston, Tex., and elsewhere, 
vs. International & Great Northern et al. 

Against a rate of 33c on sixteen carloads of rough rice from 
Fenton, La, to Houston, as unjust and unreasonable. Ask 
for a rate of 20c and reparation. 

No. 7341. National Supply Co., of Kansas, Lewis, La., vs. To- 
ledo, St. Louis & Western et al. : 

Against a rate of 4lc on bull wheel cants, arms and pins 
in the rough, Wagon Works, O., to Lewis, La., as unjust, 
unreasonable and unduly discriminatory. Asks for reasonable 
rate and reparation. 

No. 7342. Marietta Knitting Co. et al., Marietta, Ga., vs. Nash- 
ville, Chattanooga & St. Louis et al. 

Alleges excessive, unjust and unreasonable charges on knit 
goods by reason of the minimum basis of 200 pounds. Asks 
of a cease and desist order, maxima minimum weight and 
reparation, 

No, 7243. MacClemons, Mount Ayre, Ia., vs. 
& Quincy. 

Alleges unjust and unlawfully discriminatory charges on 
earload of horses and mules from Mount Ayre to Galesburg, 
Tll. Asks for reparation. 

No. 7347. National Enamel and Stamping Co., New York City, 
vs. Atchison, Topeka & Santa Fe et al. 

Against a rate of 17c on petroleum tailings, C. L., Coffey- 
ville, Chanute, Humboldt and Niotaze, Kan., to Granite City 
and East St. Louis as unjust, unreasonable, unduly discrim- 
inatory and contrary to published tariffs. Asks for a pub- 
lished rate of 12%c and reparation amounting to $9,925. 

No, 7318. Lewis McNutt, Brazil, Ind., vs. Pennsylvania Co. et al: 

Against a rate of 14%c on sewer pipe and flue lining from 
Toronto, O., to Elkhart, Ind., as unreasonable and unjust 
and the 30,000 pounds minimum as unreasonable. Asks for a 
cease and desist order and the establishment of reasonable 
mixed carload ratings and reparation. 

No. 7281, Sub. No. 1. Red Lake Falls Milling Co., Crookston, 
Minn., vs. Great Northern et al. 

Alleges unreasonable charges on grain shipments from 
Crookston and other Minnesota points to Superior, Wis. Asks 
for through rates made on basis of decision in Minnesota rate 
case, and reparation. 

No, 7281, Sub. No. 2. Nortz Lumber Co., Breckenridge, Minn., 
vs. Great Northern et al. 

Same as foregoing with respect to coal from lake ports to 
Minnesota points. ® 

No, 7281, Sub. No. 3. Same vs. Same/ 

As to coal to Minnesota and North Dakota destinations. 

No. 7281, Sub. No. 4. Crookston Lumber Co. et al., Minneapolis, 
vs. Great Northern et al. 

Coal, head of the lakes to Minnesota destinations. 

No. 7281, Sub. No. 5. Lidgerwood Mill Co. et al., Lidgerwood, 
N. D.. vs. Minneapolis, St.:Paul & Sault Ste. Marie. 

Coal from head of lakes to Lidgerwood and other North 
Dakota points, 

No. 7281, Sub. No. 6. Farmers’ Grain and Milling Co., Mayville, 
N. D., vs. Great Northern. 

Coal from head of lakes to Mayville. 

No, 7281, Sub. No. 7. Cargill Elevator Co., Minneapolis, Minn., 
vs. Great Northern et al. 

As to coal from head of lakes to South Dakota destinations. 

No. 7327. United States Gypsum Co., Chicago, vs. Lake Shore 
& Michigan Southern et al. 


Alleges excessive rates on plasterboard from Grand Rapids 
to C. F. A. and Official Classification territories. Asks for 
just and reasonable rates and reparation. 

No. 7330. National Supply Co. of Kansas, 
Lake Shore & Michigan Southern et al. 
Against a rate of 95 cents on bull wheel cants, arms and 


Chicago, Burlington 


Electra, Tex., vs. 


pins, in the rough, from Wagon Works, O., to Electra, as 
a and unreasonable. Ask for a rate of 41 cents and repa- 
ration. 
No, 7331. National Supply Co. of Kansas, BHlectra, Tex., vs. 
Lake Shore & Michigan Southern et al. 


Against a rate of 81c on bull wheels, arms and pins in the 
‘ough from Wagons Works, O., to Lewis, La. Asks for a rate 
,.. of 41 and reparation. 
No, 7332. Meeds Lumber Co., Meridian, 
Tennessee & Northern et al. 
Against excessive charges on lumber from Boyd, Ala., to 
Ottawa, Ont., due to alleged misrouting. Asks for reparation. 
No. 7333. Milwaukee Malting Co., Milwaukee, vs. Gulf, Colorado 
& Santa Fe et al. 
Against a rate of 78c, C. L., on malt from Fort Worth, Tex., 
‘ to Milwaukee, as unjust and unreasonable. Ask for the ap- 
plication of a 35%c rate and reparation. 


Miss., vs. Alabama, 
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No. 7334. Milwaukee Malting Co., Milwaukee, vs. International 
& Great Northern et al. 

Against a rate of 89c on C. L. malt from Laredo, Tex., to 
—— as unjust and unreasonable. Same prayer as fore- 

ng. 

i Scotch Lumber Co,, Fulton,.Ala., vs. Michigan Central 
et al. 

Alleges excessive rates and charges on bicarbonate of soda, 
all-rail, from Wyandotte, Mich., to Fulton. Asks for just and 
reasonable rates and reparation. : 

No. 7235, Sub. No. 2, Trexler Lumber Co, Allentown, Pa., New 
York City and Allen, S. C., vs. Philadelphia, Baltimore and 
Washington et al. 

Alleges excessive charges on 
and Georgia to destinations in 
Asks for reparation. 

No. 7336. R. A. and J. J. WjMiams Co., Philadelphia, Pa., vs. 
Maine Central et al. 











17c to 19c in the through rate 
from Stillwater, Me., to#hiladelphia on lumber, brought about 
by a readjustment. 
recently reestablishe# 
No. 7012, Sub. No, 1, 
Southern et al. 
able rates on canned goods from southern 
points of origin’ to Portsmouth, due to absence of through 
rates. Asks reasonable rates and reparation. 

No. 7148, Sub. No. 6. James C, Smith Hide Co., St. Joseph, Mo., 
vs. Fort Worth & Rio Grande et al. 

Against rates on salted hides, Texas points to St. Joseph, as 
unjust and unreasonable. Asks just and reasonable rates and 
reparation. 

No. 7148, Sub. No. 7. Same vs. St. Louis & San Francisco et al. 

Same as foregoing on shipments from Oklahoma. 

7 _ Sub. No. 8. Same vs. San Antonio & Aransas Pass 
et al. 

Same, as to hides from Texas. 
7~ I Spokane (Wash.) Cycle Co. et al. vs. Boston & Albany 

et al. 

Against the rating of two and one-half times first class on 
motorcycles as unjust and unreasonable. Asks for reparation 
down to one and one-half times first class on shipments from 
eastern points of origin. 

No, 7321. Rinaldo L. Cummins, West Paris, Canada, vs. Boston 
& Maine et al. Alleges through rate on appless in barrels from 
West Paris to Boston, Mass., is unjust and unreasonable in 
that it exceeds the combination on Portland, Me. Asks for 
through rate not in excess of combination and reparation. 

No. 7322. Producers’ Supply “o., Tulsa, vs. Midland Valley. 

Alleges defendant is demanding of it the rate on new pipe 
for a carload of scrap iron shipped from Fort Smith, Ark., to 
Tulsa, while offering to allow car to go to Kansas City at 
scrap iron rate. Asks for cease and desist order and delivery 
at scrap iron rate. 

No. 7323. Alton Boxboard and Paper Co., Federal, Ill., vs. Illi- 
nois Central et al. 

Against rates on straw from Missouri points to Alton, IIL, 
as unjust, unreasonable and unduly discriminatory, compared 
with rates made to competitive strawboard mills from stations 
on the M. K. & T. Asks for reasonable rates and reparatfon. 

No. 7324. Pfister & Vogel Leather Co., Milwaukee, vs. Central 
Vermont Transportation Co. et al. 

Against a rate of 120 per cent of fifth class on myrobolans 
from New York to Cheboygan, while leather and salted hides 
are 100 per cent, as unjust and unreasonable. Asks for 100 
per cent of fifth class, and reparation. 

= ag ee Lumber Co., South Bend, Ind., vs. L. 

. et al. 

Against eliminafion of reconsignment privilege on lumber 
from Reid’s, Ala., to Quincy, Ill, as subjecting its traffic 
to unreasonable rates and charges. Asks for restoration of 
reconsigning privilege and reparation. 

No, 7326. S. Ward Hamilton Co., Chicago, vs. Chicago, Mil- 
waukee & St. Paul et al. 

Alleges classification of stationary chicken coops and roosts 
results in prohibitive rates. Asks for third class on L. C. L. 
instead of second. 

No. 7328. Indiana Foundry Co., Ltd., Indiana, Pa., vs. Pennsyl- 
vania R. R. Co. et al. 

Against a 50 per cent advance in rates on sand dryers by 
higher rating, as unjust and unreasonable. Asks for third 
class L. C. L., instead of first. 

No. 7329. Shreveport (La.) Chamber of Commerce vs. Kansas 

City Southern et al. 

Against class rates from Shreveport to Arkansas and Okla- 
homa points as being unjust and unreasonable and unduly 
discriminatory in favor of merchants at Dallas, Ft. Worth, 
Texarkana, Marshall and other. Texas points and Fort Smith, 
Ark. Asks for just and reasonable rates. 

No. 7337. John Gund Brewing Co., La Crosse, Wis., vs. Chicago, 

Burlington & Quincy R. R. Co. et al. 

Against a rate of 16c per 100 pounds on beer, La Crosse to 
Fort Dodge,’ Ia., as unjust, unreasonable and discriminatory. 
Asks for hearing and investigation, cease and desist order, 
the establishment of maxima, just and reasonable rates, and 
reparation. 


s 


AN UNUSUAL SHIPMENT 

There started Thursday from the Whitney Glass Co., 
at Glassboro, Pa., a rather unusual shipment, consisting 
of a full trainload of empty glass bottles. This shipment, 
consisting of 35 full carloads and consigned to the W. T. 
Raleigh Medical Co. at Freeport, Ill was routed via the 
P. & R. D., L. & W., Grand Trunk, E., J. & E. and 
C. & N. W railways, and it moves entirely as a special 
train, 
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CONSULAR AND TRADE REPORTS 


Harbor Improvements, etc., in Morocco. 

The International Society for the Development of 
Tangier will perhaps soon be granted the concession to 
finance and administer the projected port of Tangier, but 
the actual execution of this undertaking will be subject 
to an international adjudication (as noted in Daily Con- 
sular and Trade Reports ior May 5, 1914). Although it 
is premature to present details, it is thought that the 
scheme will initially provide for the construction of large 
terrepleins, upon which will be located the station for 
the Tanpier-Fez railway, as well as the docks for general 
maritime commerce. The area of the harbor will be 
about 100 acres, and will thus be of sufficient dimensions 
to offer adequate facilities to the large steamers which 
are already making Tangier a port of call. It is not im- 
probable that after the completion of the harbor, Tangier 
yill become an exporting center, and will tend more and 
more to replace Gibraltar as a port of call for bunkering 
purposes. 


According to the recent declaration of one of the 
constructing engineers, it is anticipated that the harbor 
of Casablanca, undertaken last year at a cost of $10, 
000,000, will be ready to offer shelter to shipping within 
eight years. 





Morocco’s only railways at present are narrow-gauge 
lines constructed exclusively for military purposes, and 
connect Rabat with Casablanca and with Mequinez. A 
further line is under construction between the fort of 
Larache and the city of Alcazar-Kebir in the Spanish 
zone. In the Franco-German Accord of 1911 it is pro- 
vided that the construction of commercial railways in 
other parts of Morocco must be made subject to the pri- 
mary construction of the Tangier-Fez line. The definite 
course of this railroad appears to have been agreed upon 
an@ the details of the formation of the Franco-Spanish 
company which will undertake its financing and manage- 
ment, under certain guaranties from the French and 
Spanish governments, are also said to have been com- 
pleted. 


It cannot be definitely stated at this time when the 
terms of the contract for actual construction will be 
made known for the purpose of inviting international com- 
petition, but, as has been before pointed out (see Daily 
Consular and Trade Reports for May 5, 1914). it is op- 
portune for those persons who may be interested in se- 
curing this contract to make their preliminary observa- 
tions in order to familiarize themselves with the local 
situation and the conditions under which works of this 
nature must be carried out in Morocco. 


According to rumors, the projected route of this line 
is south from Tangier to within about 3 miles of Arzilla, 
whence it will take a southeasterly course, passing through 
the city of Alcazar-Kebir (Kasr-el-Kebir). It will prob- 
ably cross the river Sebu at Mechra Bel-Kesiri, where 
it will be necessary to construct a bridge some 400 feet 
in length. From this point it is believed that it will 
ascend the valley of the Wad-R’dom, crossing three of 
the tributaries of this river, and, after passing through 
several tunnels, proceed to Mequinez, whence it will go 
direct to Fez. The total length of this route is 180 miles, 
and it is estimated that the cost of construction and equip- 
ment will work out at approximately 65,000 per mile. 
Upon the completion of this it is probable that a railway 
will be established between Fez and Taza, thus linking 
up Morocco with Algeria. 
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Electrification of Tunnel. 

The 5%-mile double-track Canadian Pacific tunnel 
through the Selkirk Mountains, which will be the longest 
in the Western Hemisphere, is to be electrified. This 
tunnel will shorten the main line by 6 miles, will elimi- 
nate 5% miles of snowsheds, reduce the peak of grade 
513 feet, and do away with all but 6 miles of 2.2 per 
cent grade. On its entire system of more than 12,000 
miles in Canada it will have but a dozen miles of 2.2 
gradient. The latest systems of electrification are to be 
used in operating the trains through this tunnel. 


Nicaragua Transportation, 

Steamers of the Pacific Mail Line from San Fran- 
cisco to Balboa, Cana] Zone, by way of Mexican and Cen- 
tral American ports, call at Corinto every 10 days on their 
outward-bound and return trips. 

Corinto is connected by rail with the cities of Chinan- 
dega, Leon, Managua, Masaya and Granada, and with 
about 26 smaller towns and villages. The main line of 
the Ferrocarril del Pacifico de Nicaragua (Pacific Rail- 
road of Nicaragua), from Corinto to Granada, is 120 miles 
in length. The system has also 39 miles of branches. It 
maintains steamboat communication between Managua and 
several small places on the east and north shores of Lake 
Managua, and also between Granada and San Jorge (the 
port for Rivas), San Carlos, San Miguelito and San Ubaldo 
on Lake Nicaragua. From San Carlos, at the southeastern 
extremity of Lake Nicaragua, the San Juan River is nav- 
igable for small boats to Greytown (San Juan del Norte) 
on the Caribbean. There are few wagon roads worthy 
of the name, many being mere trails that are impassable 
for carts. Thus in some sections produce and merchan- 
dise can be transported only by pack mules and oxen, 
and even that method is next to impossible in the rainy 
season. 

Shipping Line to Spain. 

With respect to the purchase of vessels for American 
registry the United States ambassador to Spain, in a 
telegram from Madrid, states that the development of 
American commerce in Spain would be greatly facilitated 
by the establishment of a convenient and economical route 
to southern Europe. Such an American line should touch 
at Spanish ports most advantageous for traffic. 


= 
From Venice, Italy. 


A new port is in course of construction at Mestre, on 
the mainland. Two basins were excavated and work was 
started on the quays and warehouses. Railway cars will 
run along the wide wharves, which will be equipped with 
powerful cranes, elevators, and other up-to-date machin- 
ery for the unloading and storing of coal. This addition 
is greatly needed on account of the ever-increasing num- 
ber of ships entering the maritime station, which is in- 
adequate to the demands made upon it in spite of the en- 
largements that have been constantly carried on. Mer- 
chant steamers are occasionally stopped at Malamocco, 
where they are forced to wait until there is space at the 
station. 

The contract for dredging the first section of the main 
canal from the maritime station to the Bottenighi, which 
is about half-way to Mestre, has been awarded at an 
estimated cost of $455,000 and work will soon be started. 

In the National Arsenal a large dry dock for men-of- 
war and modern transatlantic ships is in course of con- 
struction. It will be 738 feet long, 118 feet wide, and 36 
feet deep. Its cost, which was estimated at $2,800,000. 
will probably reach $4,000,000. As there was not suffi- 
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cient space within the walls of the arsenal, it was neces- 
sary to fill up a portion of the canal that ran parallel with 
the Fondamente Nueve, opposite the island of Murano. 
With about 800 men at work, it presents an exceptionally 
busy scene. The two dry docks now in the arsenal may 
be used by merchant vessels when not occupied by war- 
ships. The floating dock, bought at Ancona and placed 
off the Giudecca, was sold, as it was found unfit for use. 
The Marconi system of wireless telegraphy has been in 
operation in the arsenal for some years. 


TARIFF INCREASES FILED 


he Burlington, Merrie, ilosmer an! Fulton have filed 
tariffs effective Neverst«: Wf in which the suggestions of 
the Interstate Commerce Commission with respect to rates 
that are less than remunerative and the general level of 
rates in C. F. A. are being carried out. The Burlington 
tariff increases live stock rates from Illinois points to 
Indianapolis, the points of origin being Ayers, Boulder, 
Centralia, Hookdale, Keyesport, Reno, Shattuc, Smithboro, 
sorrento and Tamalco. Live stock rates are included in 
the list of those the Commission suggested should be care- 
fully examined with a view to upward revision. 

The tariff filed by Morris is distinctly in line with 
the C. F. A. part of the decision in the 5 per cent case. 
It increases class rates from C. F. A. and Ontario points 
to Milwaukee, Green Bay, Manitowoc, Oconto and Mari- 
nette, Wis., and Manistique, Mich. 

The Hosmer, Fulton and Morris tariff increases pro- 
portionals on pig iron from Brookport, Cairo, Metropolis, 
Mounds, Thebes, Transfer, Cincinnati, Louisville, Jeffer- 
sonville and New Albany to C. F. A. points. 





INCLUDES NEARBY POINTS. 

The Commission, October 5, issued an order directing 
that the pig-iron rates prescribed in Docket No. 5891, Low 
Moor Iron Co. of Virginia vs. the Chesapeake & Ohio 
et al., of $2.25 from Low Moor, Covington and other Vir- 
ginia furnace points to Baltimore, $2.75 to Philadelphia, 
$3 to New York and $3.25 to Boston, be extended to points 
near Baltimore, Philadelphia, New York and Boston which 
customarily -ake such rates. The intention of the Com- 
mission was to make the prescribed rates effective not 
merely at the points named, but also at the nearby points 
which usually take the same rates. The order is to be- 
come effective November 10. 


CHANGES IN THE DOCKET. 

The following cases shown in the Docket of the 
Commission, as reported in THE TRAFFIC WORLD, were 
cancelled too late to show their elimination in the docket 
as printed in this publication: 

October 7—Milwaukee, Wis. 6080, Elmore-Benjamin 
Coal Co. vs. C. & O. Ry. Co. et al. 

October 8—Milwaukee, Wis. 6446, City of Mil- 
waukee vs. C., M. & St. P. Ry. Co. et al. 

October 7—East Liverpool, O. I. & §S. Docket 470, 
rates on kaolin clay to East Liverpool, O. 


MINOR ORDERS. 

October 5, issued October 6, the Commission fur- 
ther suspended the effective date of the order in Docket 
No, 5728, North Vernon Lumber Co. vs. Illinois Central 
et al., and amended and modified Fourth Section Order 
No. 4085 from October 15 to December 1. 

The Milliken Refining Co. has been authorized to 
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amend its petition in Docket No. 6297, Milliken Refining 
Co. vs. Missouri, Kansas & Texas et al. 


ATTACKS TWO-CENT FARE LAW. 

Quoting from the decision of the Interstate Com- 
merce Commission in the recent 5 per cent freight 
rate advance case, the Norfolk & Western Railway Co. 
has filed with the United States Supreme Court a brief 
seeking to show that under present conditions the West 
Virginia 2-cent passenger rate law is confiscatory and 
unconstitutional. In some quarters the attack upon the 
validity of the West Virginia law was taken to indi- 
cate a general attack upon 2-cent passenger laws in 
various states. The railway brief quotes Chairman Har- 
lan in the freight rate cases as saying for the Commis- 
sion that “in our opinion, each branch of the service 
should contribute its proper share of the cost of opera- 


* tion and of return upon the property devoted to the use 


of the public.” 


CAR BALANCE AND PERFORMANCE 





The American Railway Association’s statement of 
freight car balance and performance for June, 1914, says 
the miles per car per day were 22.7, compared with 22.2 
for May. This figure for June, 1913, was 24.3. 

Ton miles per car per day were 345, compared with 
320 for May. This is a decrease of 8.5 per cent, compared 
with the figure for June, 1913, which was 377. 

The proportion of home cars on line was 69 per cent, 
compared with 68 per cent in’May. This is an increase 
of 13 points over June, 1913. 

The per cent of loaded car mileage decreased from 
68 per cent in May to 67.6 per cent in June. This figure 
for June, 1913, was 69 per cent. . 

The average earnings per car per day for all cars on 
iine increased 28 cents to $2.46 in June. This figure for 
June, 1913, was $2.47. 


GRAIN RATES ATTACKED. 

Freight rates on wheat and corn shipped into 
Omaha, South Omaha and Council Bluffs over all the 
railway lines operating in that territory are attacked 
before the Interstate Commerce Commission by the 
Omaha Grain Exchange. Demand was made that a 
rate of 14% cents a hundred pounds on wheat and 13% 
cents on corn be put into effect from all stations in the 
territory to the three destinations. That would mean 
a reduction of approximately 10 per cent. 


TAKES OVER OPERATION. 

The Bevier & Southern Railroad Co., as of Sept. 28, 
1914, has taken over the operation of the railroad in 
Missouri, formerly operated by the Missouri & Louisiana 
Railroad Co. 


EFFECTIVE DATE POSTPONED. 

The effective date of the Interstate Commerce Com- 
mission’s order in No. 5943, Carroll, Brough & Robinson 
et. al. vs. the Atchison, Topeka & Santa Fe et al., has 
been postponed from November 1 to December 1. 


QUESTION AS TO TRANSFER TRAINS. 

The Department of Justice has filed with the United 
States Supreme Court an application for a review of 
the decision of the federal courts at St. Louis to the 
effect that the safety appliance laws are not applicable 
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to “transfer” trains. These trains consist of cars being 
moved from one breaking-up freight yard to another. 
The government contends that inasmuch as these trains 
use in most cases the main tracks it is important to 
the public that they be equipped with safety appliances, 
so as to avoid wrecks. In Chicago the federal courts 
held the law applicable to such traffic; in New York 
the courts held they were not. A review of the St. 
Louis decision would establish a rule for all the cities 
interested in such traffic. 


GOVERNMENT OWNERSHIP BILL 


Arthur Rupley, one of the representatives at large 
from Pennsylvania, elected as a Progressive, has intro- 
duced a bill in Congress entitled a bill to amend the 
Act to regulate commerce, which has escaped general 
notice. It is intended to open the way for government 
ownership and operation of railroads, in the states, even 
as sOme insist, the Alaska railroad bill has committed 
the government to the government ownership idea in the 
territories and other possessions. He calls his bill, in 
talking about it, a measure for the “nationalization” of 
railroads. 

The initial investment is to be limited to $250,000,000, 
procured by 3 per cent bonds. He makes the Com- 
mission the agency for acquiring and, indirectly, man- 
aging the roads. The actual management is to be 
committed to a board of control] of three, each mem- 
ber of which is to receive $25,000 a year and hold 
office for ten years. The government is to get its roads 
by direct purchase, at appraised value, as found by the 
valuation division, or open purchase of stock in the 
market, or by condemnation, whichever way seems best 
to the Commission. The proposed law is not to be con- 
strued as obligating the government to buy any roads 
at all, or to buy all. The Commission is to have ful! 
discretion, as to how, when, why, and which roads to buy. 

The government roads to be managed by men se: 
lected by the board of contro] from among actual railroad 
men of specified years of experience, are to be, in their 
relations to privately owned roads and to the Commis- 
sion, the same as if they were still in private ownership. 
No rates are to be increased for a year after acquisition, 
nor are any to be reduced except to meet a competitive 
rate. When a rate is increased, by and with the consent 
of the Commission, which shall hear and determine as 
at present, any person damaged by it may recover dam- 
ages, either before the Commission or the courts. No 
person who has been in the service of the government 
at a salary of $5,000 a year or more and no one con- 
nected with the Commission, is to be eligible to ap- 
pointment as president or other executive head of a 
government railroad within seven years of such service. 

No one connected with the Commission or a state 
regulating body within three years of the time of em- 
ployment is to be eligible for any of the minor places, if 
his salary has been so much as $1,000 a year. 


LOS ANGELES SWITCHING CASE 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 


On behalf of the National Industrial Traffic League, 
Luther M. Walter and John S. Burchmore have filed sug- 
gestions as to why the Interstate Commerce Commission 
should not give the railroads another hearing in the Los 
Angeles switching case. On behalf of the 75,000 shippers 
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they say the League represents, they traverse the five 
grounds upon which the railroads based their petition. 

Answering the suggestion that at the time these 
cases were heard the carriers were without a guide to 
enable them to determine what evidence should be intro- 
duced, they submit that it is no ground for rehearing at 
this stage of the case because they assert they did not 
have a guide in the preparation of their case; that the 
Commission has determined the fundamental issue raised 
in the case and the Supreme Court has upheld the Com- 
mission and that all argument was directed to the law- 
fulness of the charge the railroads had been imposing. 

As to the assertion of the carriers that the decisions 
in the Industrial and 5 per cent cases will enable the 
carriers to demonstrate that switching charges to and from 
industrial sidetracks are lawful, Walter and Burchmore 
assert that those cases had nothing to do with services 
performed on the ordinary sidetrack—the only kind dealt 
with in the Los Angeles case. They assert that the sug- 
gestions about “free services” in those cases had nothing 
to do with the service of delivering a car on a private 
spur track. 

They rest upon the Union Lime case and the decisions 
of the Commission that sidetracks when built become a 
part of the terminal system of the carrier and that the 
American system of rate making includes all services 
which the carrier gives “In furnishing the car, a proper 
place at which to load it, the conveyance of that loaded 
car, and its terminal delivery.” 

The question decided, Walter and Burchmore contend, 
is not what is a reasonable switching charge, but whether 
any charge in addition to the line rate might be exacted. 
“The Commission decided that no such charge might be 
exacted and that conclusion was sustained by the Supreme 
Court.” They further contend that merely to state the 
proposition that a charge should be imposed upon the man 
who has provided a sidetrack while none is imposed on 
him who has not furnished one, is to “show gross dis. 
crimination.” 

“The shippers who are represented in the membership 
of the National Industrial Traffic League respectfully sub- 
mit that the American system of rate making should not 
now be discarded and in its place substituted a hybrid 
system composed of the English method, to which has 
been grafted the methods of carriers, made with a desire 
to increase revenues without increasing rates,” says the 
book of suggestions in closing. 

SOUTH DAKOTA CENTRAL FINED. 

The Interstate Commerce Commission has been in- 
formed that the South Dakota Central pleaded guilty and 
was fined $2,000 and costs because it failed to collect 
demurrage charges which accrued after it withdrew from 
the Northern Demurrage Bureau, as a result of divisions 
on southern Illinois coal having been canceled by trunk 
lines. It raised the free time from two to seven days in 


an effort to attract business, and when that failed it 


canceled demurrage charges which had accrued against 
shippers. Part of the fine was imposed also because it 
billed coal falsely so as to get it at a rate of $2.08, instead 
of $2.80. The statement says the road was in a bad 
financial way, hence its efforts to attract business by 
these methods. 


PACIFIC NORTHWEST DEMURRAGE. 

The August statement of the Pacific Northwest De- 
murrage Bureau shows cars reported, 109,100; cars held 
overtime, 7,488; total cars held overtime July and August, 
13,048, as against 14,608 for the same two months in 1913. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


CRANE FOR A MOTOR TRUCK 


Where heavy hauling is done by motor trucks it is 
being found necessary to provide some means of han- 
dling the heavy loads from and to the trucks. Usually 
the owner has means of doing this work at his own plant, 
either by means of cranes, or by rolling from elevated 
platforms onto the trucks, but at the other end of the trip 
the truck does not usually find any arrangement for 
handling heavy loads. 

The accompanying illustration shows a truck equipped 
with a Brown hoist 1-ton pillar jib crane which is said 
to have proved efficient in handling heavy loads from 
and to the trucks. The crane consists of a pillar and jib. 
The pillar is in the center of 
the chassis directly behind 
the driver’s seat, and the 
hoisting and lowering of the 
load is accomplished’ by 
means of clutches, gearing 
and chain connections to the 
truck motor. The crane is 
constructed of structural steel 
shapes and rotates on a steel 
pillar casting bolted to the 
chassis. It is equipped with 
thrust roller bearings, to give 
easier rotation. The hoisting 
shaft stands vertical, running 
from the top of the crane 
through the steel pillar down 
to the center of the chassis, 
where it is connected to the 
main hoisting shaft, which in 
turn is connected to either 
the transmission shaft or a 
countershaft. The connection 
is made through roller chains working on sprocket wheels. 
There is an intermediate idler shaft provided because the 
speed of the engine is too great for the hoisting and 
lowering of the loads. A single jaw clutch is provided 
on the transmission shaft or countershaft by means of 
which the crane mechanism is thrown into power. The 
main hoisting shaft is equipped with a double jaw clutch 
which is operated by lifting or lowering the lever di- 
rectly behind the driver’s seat. This clutch throws either 
one of two bevel gears in mesh with the gear secured to the 
vertical hoisting shaft for hoisting or lowering the load, as 
the case may be. At the top of the vertical hoisting shaft 
is a bevel gear which meshes with the gear secured to 
a horizontal shaft, on which there is a chain sprocket 
wheel. A hoisting chain passes from this sprocket wheel, 
runs out along the jib to the trolley, from the trolley 
wheels over the sheave in the bottom block, and is dead- 
ended on a pin on the end of the jib. The dead-end at 
the hoist sprocket wheel falls into an open box located 
on the crane mast. 

For hoisting the load the operator throws in his clutch 
on the transmission or countershaft and then pulls the 








operating lever up to the hoisting notch, which throws 
the crane mechanism in power, and the load is hoisted. 
For lowering the load, the operating lever is pushed down 
to the lowering position, which reverses the crane mech- 
anism and causes the load to be lowered. By means of 
a safety lowering device, the load cannot be lowered with- 
out connecting with the engine. 

The crane jib is constructed of two channels, with 
flanges turned in and the crane trolley, being equipped 
with four wheels, runs in and out on the lower flanges 
of these channels. The trolley is moved in and out by 
means of a hand chain and sprocket wheel, as shown in 
the illustration. 

The crane with its load can be pushed around to 





The Hoist Pillar Jib Crane,.Having Lifting Capacity of One Ton, Installed on a Five-Ton Chassis. 


either side by hand. The chassis is equipped with out- 
riggers which are supported on wrought-iron pipes when 
the load is too great for the chassis. For further pro- 
tection against any overloading of the chassis frame, if 
necessary, the chassis can be reinforced by a structural 
frame on top. 

The crane can also be made for hoisting and lower- 
ing by hand as well as by power, and can be applied to 
the various trucks on the market within the capacity 
of the chassis. 


HANDLING FREIGHT IN CHICAGO 


(By W. J. McDowell, in ‘The Way Bill,’ published by the 
Traffic Club of Chicago.) 


All members of the Traffic Club of Chicago are en- 
gaged in the business of hauling merchandise to Chicago 
or from Chicago or through the city streets. That which 
is hauled to and from the city is transferred by trains, and 
that which is carried about or through the city from dock 
to freight terminal, or from either place to hundreds of 
consignees and again redistributed from these places is 
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hauled almost entirely by horse-drawn vehicles, with the 
exception of a few up-to-date men engaged in the trans- 
portation business, who are using motor trucks to ad- 
vantage. There are about 2,500 commercial motor ve- 
hicles in the city of Chicago, 781 of which are electric 
and the rest gasoline. 

I have spent more than twenty-five years in the city 
and I never had a desk job. I have always been “on the 
street,” and during the past four years I have spent prac- 
tically all my time in studying the traffic conditions of 
this large city. So far as I am able to observe, the con- 
gested conditions in the streets, alleys and at the freight 
houses and loading platforms of our business houses, are 
about the same as they have been for the past ten years. 
Freight moves too slowly in and about the city, and the 
cost of handling it is entirely too high. The railroads 
and the cartage contractors and the shippers are not co- 
operating to change these conditions. Teams and trucks 
are required to wait unnecessarily long at freight houses, 
loading platforms and at team tracks to deliver and obtain 
their loads. 

it is possible to change these conditions to the finan- 
cial advantage of all concerned and to the great benefit 
of the shipper and ultimate consumer. The pavements 
immediately adjacent to and leading to several of the 
freight terminals are in bad condition and should be put 
in good shape, so as to permit vehicles to move faster and 
more freely. 

There is no provision for special doors for motor 
trucks, and no consideration on the part of the railroad 
for the professional hauler or for the merchant who has 
invested a large sum of money in power wagons, that 
this valuable piece of machinery should be kept idle the 
least possible time. The railroad could and should pro- 
vide special doors for unloading of motor trucks and 
employ at these doors men who will be impressed with 
the fact that the machine must be loaded or unloaded 
quickly, and not kept standing any longer than absolutely 
necessary. 

New Warehouse Trucks, 


The recently designed electric driven warehouse trucks 
will facilitate the unloading and ease up the congestion 
in the freight house. A number of merchants and cartage 
contractors could use motor trucks to great advantage 
if they could use interchangeable bodies. The railroads 
should make provision for storing these while being filled 
or while idle. The idle time of such equipment would be 
very short. Rollers could be placed in the floors of 
freight houses for ease in moving these bodies when 
loaded. These interchangeable bodies are not an abso- 
lute necessity in the quick handling of merchandise by 
motor trucks, as the special doors, electric warehouse 
trucks, more intelligent help and better street approaches 
would in themselves bring about more speed in handling 
the freight. 

Recent investigation covering practically an entire 
year, convinces me that where two-horse wagons are now 
making three and four trips of five and six tons per day, 
One motor truck could make, with such change as sug- 
gested above, eight to twelve trips per day, at a cost 
of not more than 40 per cent over the horse-drawn ve- 
higcles on freight house work alone. A study of con- 
ditions of various business houses shows on the average 
that two teams at $6 per day each are hauling only 40 
tons of freight at a cost of 30 cents per ton, whereas one 
motor truck would haul at least 50 tons per day at a total 
cost of $9, or 18 cents per ton, provided some such changes 
as mentioned above were put into effect. 
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In this connection the merchants themselves—that 
is, the shippers, must make some changes at their own 
shipping platform to make this proposition work out to 
the best advantage. 

The adoption of motor trucks brings in its wake the 
psychological effect upon the driver, promoted to chauf- 
feur; upon the shipping clerk, who really becomes the 
superintendent of transportation; upon the employes con- 
nected with the handling of the merchandise. 

Fully 75 per cent of this freight house hauling, 
whether heavy or light load, could be handled most 
economically by electric propelled vehicles, and the bal- 
ance by gasoline motor trucks. 

A plan promoted some six months ago and which 
has gained a lot of adherents, would, if put into effect 
now, accomplish wonders in the handling of freight in 
this city. Briefly, this plan is to establish in the business 
district of the city several universal freight stations, 
somewhat like the freight station of the Illinois Tunnel 
Co. The merchants or cartage contractors would deliver 
their goods to these various universal freight stations by 
horses or motor vehicles, depending on the length of 
haul, several times a day, then this merchandise would 
be sorted into movable bodies for each of the various 
freight houses or team tracks in the city. When these 
bodies are ready for delivery, motor trucks would take 
them direct to the freight house, or, better, direct to the 
freight cars. This plan would save considerable time 
and relieve the congestion and also enable the railroads 
to get the goods out of the city quicker than they do now. 


City Delivery. 


So much for freight house hauling, whether it be 
intramural from one railroad to the other or between 
dock and railroad, or direct from freight house or team 
track or dock to warehouse customer. 

Now, what about city delivery, i. e., distribution of 
freight in and about the city from the store or warehouse 
to the consumer or user? Here again a close study among 
business houses and hauling contractors shows conclu- 
sively that the goods are moving too slowly and the cost 
is too high. Single and double horse wagons are used 
in this work and the cost per delivery runs from 20 cents 
to 75 cents, when it should not exceed 17 cents. This 
does not mean the price per package because in soime 
instances two or more pacakges will constitute a delivery. 
This statement applies to boxes, crates, bundles, etc., and 
not to heavy machinery, plate glass, etc., or to department 
store work. 

A very recent investigation shows that paper houses 
are averaging 51 cents per delivery, and a manufacturing 
concern of smal] articles shipped in boxes showed an 
average of 47 cents per delivery, when motor vehicles, 
in connection with some drastic changes in the shipping 
departments would bring this cost down to 14 cents and 
16 cents, respectively. 


FREIGHT LOSS AND DAMAGE 





(Circular issued by G. W. Whitelaw, Superintendent of 
Freight Loss and Damage Claims, of the Frisco Lines, to all 
employes who have to do with the handling of freight. 


I wish to call your attention to the 37 items noted 
below, which are the principal causes that lead to loss 
and damage claims. They are not listed in the order 
of their relative importance. You can study these items 
with profit to yourself and to the company: 

1. Rough handilng in starting and stopping trains, 
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G. V. ELECTRIC TRUCKS 
For Public Utility Companies 
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Two Ton G. V. Electric used in line construction. 


A great many readers of the ‘‘Traffic World’’ will not be interested in an Electric 
as shown in the above illustration, but it is our intention to show the wide application 
of G. V. Electrics. Public utility companies use upward of a thousand G. V. Electrics. 
Some of them use from five to fifty G. V. Electrics each. 


The high-grade Electric truck is very elastic in its special application. An Elec- 
tric winch operated from battery frequently does the work of eight men. This should 
be of interest to those who are confronted with the problem of hoisting or loading 
heavy material. 


Catalogue No. 104 tells you more about the wide range of G. V. Equipment. Shall 
we send you a copy? 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory 
Long Island City, N Y. e 


New York Chicago * Boston Philadelphia 
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in switching at stations, on the road and particularly in 
yards. 

2. Damage caused through improper stowage. 

3. Live stock and perishable freight delayed in transit. 

4. Failure to re-ice perishable shipments, properly, 
before starting and while in transit. 

5. Loading freight liable to be damaged by water 
in cars with leaky roofs, or cars that are not otherwise 
water-tight. 

6. Freight stolen in yards, in transit, and in depots, 

7. Failure to keep proper seal record of cars, re- 
ceived from connecting lines and otherwise. 

8. Failure to properly check freight to and from 
drays and to and from Cars. =a 

9. Rough handling of freight by employes in loading 
and unloading from cars. 

10. Failure to properly inspect cars before permit- 
ting them to be loaded with grain, to know that they are 
in fit condition. 

11. Failure to record on waybills and make report 
of all freight damaged, over and short. 

12. Signing bills of lading without positive knowl- 
edge that freight has been received. 

13. Failure to see that all package freight is prop- 
erly marked and in accordance with marks shown on 
bill of lading and waybills. 

14. Freight damaged in handling. 

15. Freight freezing account box car service and 
failure to note proper exceptions when received. 

16. Concealed damages, concealed shortages. 

17. Damages, account negligence of employes. 

18. Damaged when received from connecting lines 
and no exceptions noted. 

19. Damaged when received from shippers and no 
exceptions taken. 

20. Careless checking of freight to and from con- 
necting lines. 

21. Frail packages, improper packing, etc. 

22. Damage caused through wrecks, derailments, etc. 

23. Failure to load into car for which checked and 
billed, going forward later but not accompanied by billing. 

24. Erroneous and improper loading. 

25. Failure to take proper exceptions against freight 
received not in good shipping condition. 

26. Failure to safeguard the company’s interest in 
delivering freight in a damaged condition to consignees. 

27. Failure to inspect shipments of live stock and to 
take exceptions against when received from connections 
in a damaged condition. 

28. Failure to trim down, brace and block off freight 
before closing car doors. 

29. Failure to remove freight on platforms when 
exposed to the rain, to a safe place. 

30. Delivering order shipments without surrender of 
the original bill of lading. 

31. Failure of yard clerks to examine cars before 
reporting them as empty and to make a list of any pack- 
ages found in cars. 

32. Carelessness in the matter of making and send- 
ing out arrival notices. 

33. Failure to inspect stock cars before loading to 
see that they are in proper condition in every way to 
receive live stock. 

34. Failure before loading to properly inspect and 
clean cars. 

35. Claims caused through misrouting and account 
o° incomplete waybills. 


Vol. XIV, No. 15 


36. Failure to compare waybills with bill of lading 
or shipping ticket. 

37. Inaccurate and illegible bills of lading or ship- 
ping tickets. 

These causes are what we call preventable causes; 
in other words, if our employes will co-operate along the 
lines of claim prevention we can reduce claim payments 
fully 50 per cent, which will mean over $200,000 reduction 
in our claim payments. 

I wish each of you would study these causes carefully 
and conscientiously and ask yourself the question, “Am 
I giving the -est that is in me to bring about a decrease 
in claim payments, or am [ doing just enough to get by? 

We have a herculean task on our hands to bring 
about a decrease in freight claim payments, and I feel 
it is the duty of each employe who has to do with the 
handling of freight to give the best that is in him to 
help bring about a reduction. In order to bring before 
you forcibly the large amount that we are spending in 
freight loss and damage claim payments, will state that 
it cost the Frisco $2.50 per minute for loss and damage 
claims during the first 11 months of this fiscal year, based 
on a 10-hour day, 26 days in the month. 

Freight claim payments is a transportation charge, 
and is charged to the same account as your salary. A 
reduction in freight claim payment of $1,000 a month 
is equal to taking off a switch engine, or reducing 
station expense $1000, or reducing telephone and tele- 
graph operators’ expense $1,000; in fact, it is the same 
as a $1,000 reduction in any transportation item. 

I hope you will put forth every effort to assist in 
bringing about a reduction in claim payments and thereby 
be a credit to yourself and to the company you are work- 
ing for. If you have any suggestions or criticisms, | 
assure you they will be gladly received and will be given 
careful consideration. 


PARCEL-POST IN AUSTRALIA 





(Sidney Herald.) 


Most people will have noticed that a system of send- 
ing produce by post has been introduced in the state 
of Victoria, but probably very few have any idea how 
important that system may become. If it ever approaches 
the results which some persons expect of it, it will rev- 
olutionize the whole system by which the food of Aus- 
tralia is distributed, by eliminating the middleman as far 
as it is conceivably possible to do so. 

The “produce-by-post” system, which is to be intro- 
duced in this state (New South Wales) also is a scheme 
by which, provided the farmer packs his produce in the 
manner required and fills in the necessary form, the post- 
office will undertake to deliver that produce at any place 
to which it is addressed. If honey, eggs, cream, bacon, 
vegetables and other produce can be sent straight from 
the farm to the consumer it can be imagined how both 
the farmer and the consumer may benefit in the matter 
of price. The discrepancy between the prices, for ex- 
ample, of fruit or of fish, when they leave the original 
producer and when they arrive at the consumer’s table, is 
often enormous. The object of the “produce-by-post” 
system is to do away as far as possible with the excessive 
increase in price which sometimes intervenes. 

*The Melbourne Argus states that hitherto packages 
of produce conveyed by goods and mixed trains have 
been delivered in the city and suburbs for the railway 
department by a firm of carriers on payment of 8 cents 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 





Charles Conradis 


Practices before the 
Interstate Commerce Commission 

418-430 South Market St., Chicago. 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 












John B. Daish 


Interstate Commerce Cases Only 
602-606 Hibbs Bldg., Washington, D. C. 













Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Ill. 






Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel] for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


COUNSELOR AT LAW 


Preparation of cases and trials of cases before the In- 
terstate Commerce Commission a specialty; Experts on 
railroad tariffs furnished. Correspondence invited. 


233 Broadway, New York 





JAMES E. GREENE 


Practices Transportation Law Only 


Including practice before I. C. C. Commission. 
608 Ford Blidg., Detroit, Mich. 











Rufus B. Daniel 


ATTORNEY AT LAW 
INTERSTATE COMMERCE CASES ONLY 


625 Mills Building El Paso, Texas 














E. J. McVann 


Attorney and Counselor at Law 


Practice before Interstate Commerce Commission 
and various State Commissions a specialty. 


Suite 1705 Woodmen Bldg., Omaha, Neb. 


H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 










M. W. Borders 


CORPORATION, INSURANCE 


AND ANTI-TRUST LAWS ALL MATT: 








BORDERS, WALTER & BURCHMORE 
555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
PERS A FFECTING CARRI 





ealiieesc A 
B. G. Dahlberg 


COMMERCE EXPERT 


Interstate Commerce Cases 
State Commission Cases 
Expert Rate Analyses 


Watson & Abernethy 


ATTORNEYS AT LAW 
Specialists in Commerce Cases 


1601-20 Pioneer Bldg. St. Paul, 















Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission 
1123-28 Ford Bldg., Detroit, Mich. 


Jean Paul Muller 


Formerly with I. C. C. and Dept.’of Justice as Expert 
Acct. and Spcl. Asst. U. S. Atty. Specialty: Financial 
and Operating Analyses, Cost. of Service Tests and 
Comparisons in Interstate and Intrastate Rate Litigation 


420-424 Woodward Bldg., Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counselors. 
Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice before the Interstate Commerce Commission. 


HUGH C. SMITH, 
Former 


ee Lyons & Smith 


U. S. U. S. Att 
PAULE BRADLEY, LAWYERS o71$'m EDMONSON, 
Mr. Bradley, formerly with Interstate Commerce 
Commission, has charge of the preparation of cases be- 
fore the Commission. 
SUITE 1003-6 REPUBLIC BLDG., KANSAS CITY, MO. 


Bishop, Carpenter & Fiske 


Transportation Experts and Commerce Counselors 
on all matters affecting Carriers and Public Utilities. 
and Practice before Interstate Commerce Commission. 

411-12-13-14-15 Panama Bullding, 
PORTLAND, OREGON 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attorney 
and Counselor at Law), in charge of Washington office, 
where E. E. Williamson (Transportation Expert and Sta- 
tistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


JEFFERY AND CAMPBELL 


First National Bank Building, 
CHICAGO, ILLINOIS. 
Formerly Interstate Commerce Attorney and Assistant 
Interstate Commerce Attorney, respectively, of the Mis- 
souri Pacific Railway System. 
Specializing in Causes Before the Interstate Commerce 
Commission and All Other Public Utility Commissions. 


















John S. Burchmore 
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per packet in addition to the freight charge. Contractors 
also delivered the parcels sent through the postoffice. 
For the future the postal department, with speedy motor 
wagons, will deliver its own parcels and the produce 
received from the railways. In normal times delivery of 
all the articles, produce, or ordinary parcels will be com- 
pleted by 4 p. m. 

Eggs and fruit predominate among the goods carried. 
It is also proposed to convey vegetables, flowers, Austra- 
lian cider, bread, pastry, honey, butter, cream, cheese, 
ham, bacon, meat, rabbits and hares, poultry, fish, game 
and butchers’ small goods. The railway department will 
receive the goods on payment of the special rates and 
the postal delivery charges and will convey them to Mel- 
bourne. Country postoffices will not receive any goods— 
all must be sent from a railway station. The total cost 
of railway freight and delivery of certain items included 
in the list is as follows: 

PASSENGER TRAINS. 





Fruit, flowers, bread, pastry, butter, eggs, cream, meat, 
rabbits, hares, poultry, fish, game, butchers’ small goods. 
Miles. 3 lbs. 7 lbs. 14 Ibs. 28 Ibs. 42 Ibs. 56 Ibs. 
Cents Cents Cents Cents Cents Cents 
EERE 18 18 18 25 25 
a dckseiieniai 20 25 25 29 29 35 
eset 5s 25 25 25 31 41 49 
BI gi i 25 25 25 37 49 61 
SN bik ote 25 25 31 43 59 73 
So dite aera 25 27 35 47 65 79 
RRR a 27 29 37 53 71 85 
pre st 31 33 43 59 80 97 
GOODS AND MIXED TRAINS. 
Honey, butter, eggs, 
Fruit, vegetable, cider, cream, cheese, ham, 
and Australian wine and bacon 
Miles. 30 pounds 60 pounds 30 pounds 60 pounds 
Cents Cents Cents Cents 
20 25 20 25 
25 31 25 31 
25 31 29 37 
29 37 33 43 
29 37 37 49 
29 37 37 49 
33 43 43 55 
61 49 49 61 
Note.—The rates for city parcels will be 6 cents each less 


than the above, and fish, rabbits and hares will be earried at 
slightly lower rates than above. 
Only one delivery a day is to be made in all the 


Melbourne suburbs. Goods will be cleared at the Flinders 
Street, Spencer Street and Prince’s Bridge stations and 
the Spencer Street goods shed each morning by 10 o’clock, 
so that consignments arriving from the country late in 
the morning will not be delivered until next day. 


A MINNESOTA RATE CASE ECHO 


Arguments were made on October 1 in Investigation 
and Suspension Docket No. 406 and Formal Complaint 
Docket No. 6794, in which the question is one of repara- 
tion arising from the efforts of the railroad companies to 
adjust their rates in accordance with the Minnesota rate 
decision. Naturally, the question arising under that is 
as to what is a reasonable rate from Minnesota points to 
head of the lakes and from head of the lakes to Minne- 
sota destinations. 

E. E. Watson, attorney for the complainants in the 
formal docket number and its six sub-numbers, insisted 
that the carriers, in their attempts at adjustment, claim 
the benefit of the state rates on shipments going from 
the head of the lakes and deny the benefit to shippers 
who send grain to Duluth and Superior. 

In other words, that the carriers want higher rates 
on westbound coal, using therefor the Minnesota mileage 
scale on that traffic and refusing to apply it on grain and 
lumber eastbound. 

Emerson Hadley made the argument in the investi- 
gation and suspension docket for the carriers, Augustus 
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Clapp for the lumber interests, G. Roy Hall for the Duluth 
Commercial Club and John F. Finerty for the Northern 
Pacific. 

In the formal complaint and its sub-numbers Mr. Wat- 
son argued that the carriers are bound to make reparation 
down to the mileage scale rates on eastbound shipments 
of grain and lumber, especially, inasmuch as they claim 
the benefit of such rates westbound. He contended that 
the Supreme Court eliminated all factors and elements 
other than mileage He claimed that the carriers have 
almitted that, as well as that Duluth and Superior must 
have the same rates. He further contended that, mile for 
mile, Minneapolis must also have the same rates, and 
that on such a rule they are. entitled to the reparation 
which the carriers have thus far refused to make. 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—A competent, aggressive and 
reliable TRAFFIC MAN, with railroad and commercial ex- 
perience, is available for transportation service. Age 35, 
married. ‘len years with trunk line railroads operating 
west of Chicago and Mississippi River; one year com- 
mercial traffic work. Railroad service entirely with freight 
claim and traffic departments. Broad knowledge tariffs, 
classifications all territories; also familiar with interstate 
commelce act, tariff circular regulations, conference rul- 
ings, etc. Recently employed as assistant traffic manager 
large steel car manufacturing company. Salary com- 
mensurate with results obtained. Address E. O. G.-74, 
The Traffic World, Chicago, I[il. 











TRAFFIC MANAGER, experienced in the sales and 
traffic departments of large manufacturing concern, wishes 
to change. Familiar with the workings of sales, traffic 
and stock departments. Would like position with large 
manufacturing or mercantile concern where there is a 
good future. Location not particular, but prefer the 
East. T. H. 97, The Traffic World, Chicago, III. 





Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and stee] company, desires to 
make new connection with large industrial or commercial] 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar- 
tied; temperate. B. A..41, The Traffic World, Chicago, Il. 





POSITION WANTED—Thoroughly experienced TRAF- 
FIC AND RATE MAN, whose position in the South has 
been jeopardized through business stagnation, wants posi- 
tion with railroad or industrial traffic department. Young 
and aggressive, and wants opening where results will 
be recognized. E. B. 111, The Traffic World, Chicago, III. 





TRAFFIC MANAGER, thoroughly versed in _ all 
branches of traffic, desires to make a change. Twelve 
years’ experience. Best of references. Address S. M. 44. 
The Traffic World, Chicago, Il. 





RAILROAD OFFICIAL, connected with large railway 
system, wishes to “get on the other side of the fence” 
and act as TRAFFIC MANAGER for an industrial concern. 
Extended practical experience in traffic, operating, ac- 
counting and claim work. Has made specialty of system, 
organization and supervision, as well as knowing the 
ins and outs of the departments mentioned. Apply to 
F. C. 33, The Traffic World, Chicago, Tl. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 
Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 








Parkersburg Transfer & Storage Co. 
PARKERSBURG, W. VA. 
101-113 Ann Street. 
DISTRIBUTING AND FORWARDING AGENTS. 









Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Buliding. 
ST. LOUIS . 1501 Wright Buliding. 
Carload distribution to all railroads at 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


we 


. Terminal Transfer & Storage Company, Inc. 
Mobile, Alabama 


U. S. Bonded Transfer © 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 
China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 


entering San Francisco. China Basin Warehouses and 


Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 





If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 


ls 


THERE IS ONLY ONE WAY 








To Keep Your 
Tariff File 


350-356 Seneca St. ‘“‘Unsurpassed facilities’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehouse Co., ine. 


LOUISVILLE, KY. 










amport ana eXpoOrt Ireignt contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
19th and Campbell Sts., Kansas City, Mo. 

Exclusively for Merchandise Storage, Forwarding and 
Distribution. Guaranteed Service. Lowest rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ness, free for the asking. 


Pearce Forwarding Company 
.GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors: Package cars operated 
to southwestern points at reduced rates. 


Jones & Company, Inc. 


NORFOLK, VA. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION, OF POOL CARS AND GENERAL 
WAREHOUSING. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 

is an important subject and are reaching out for such 

e. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance ‘to all 
vlaces abroad and shall respecting 
Cnsular Regulations, , etc. 

G@. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur- Ny 
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And that is by checking the changes}from week to week as they are printed in 
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ALREADY 


The: Vncen States Senate has instructed the commission _ 
,.. which is provided for by the new 


"FEDERAL TRADE COMMISSION ACT” 


to investigate.one corporation engaged ‘in interstate cade and 
already there is more or less talk as to when the commission’ 
will be appointed and as to who its members will be: 


You will want to keep in euch with developments —} 
our_magazine. : 


PUBLIC § ERVICE | 


E GUI LATI ON] 


EDERAL S PORTER 


Will supply you with an absolutely authentic and always’ 
dependable medium. 























Special Announcement 


Beginning with November it will be issued semi-monthly.. 


Better let us start your subscription now. Price ‘$3.00 
per year... - 


THE TRAFFIC SERVICE BUREAU 


PUBLISHERS 
418 South Market Street 
CHICAGO 








